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Are You Progressive? 
Do You Seek Improvement? 
Do You Study Economy? 





H. & D. Corrugated Fibreboard Boxes 


have given thousands of manufacturers a better package— 





thousands of shippers have saved enormously by using them— 






they have been used successfully for packing innumerable com- 






modities. Why pass them by without an investigation which 






costs only a two-cent stamp? 






Send us a sample shipment—we will return it in our packing 






and pay expressage both ways. 






Our free manual, “HO\W TO PACK IT,” will surprise you. 
Write for it. 


THE HINDE & DAUCH FAPER COMPANY 


Canadian Trade Address, Toronto, Ont. Sandusky, Ohio 
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DIGEST OF DECISIONS | Studies in Rate Construction 


Under the Interstate Commerce Act By JOHN P. CURRAN 
By LUST & MERRIAM Rate Expert for the Central Freight Association 
10,000 Points for the Traffic Man Showing the Bases Used for Rates in Official Classi- 
Universally Used and Commended fication Territory. 


Price, $8.00 Delivered Price, $5.00 Delivered 
FOR SALE BY 


THE TRAFFIC LAW BOOK COMPANY, 625 New York Life Building, CHICAGO, ILL. 





Complete Reference Work 


PUBLIC UTILITY LAWS 
STATE and INTERSTATE 


The foundation for the study of all questions bearing on rates, and other features of regulation 
bet ween shippers and carriers, is the law. No traffic manager or traffic attorney can afford to be without 
the Interstate Commerce Laws and Statutes of th» several states. The most complete and convenient compil- 

ation of these laws is contained in the book here illus 
trated, which has been extensively sold to represent- 
ative carriers and prominent shippers. 


Edition Nearly Exhausted 
See An Indispensable 


NTION 


Brees: Reference Work 


IPTG 13.0) 


Bible The demand for this book has been so extensive 
So ee that only a comparatively small number remain and in 
Swe orm a few weeks copies can no longer be obtained. This 
Ns earanncs represents the last opportunity to get one of these dur- 
ses “ able volumes of the Digest of Federal and State Court 
pe nan Decisions, the Interstate Commerce Laws and the Laws 
‘of the Various States regulating carriers and relations 
with shippers. 

This volume of 1,500 pages, in addition to a com 

plete compilation of State Public Utility Laws and 
Interstate Commerce Laws and the Digest of Court 
Decisions, also contains all forms prescribed for filing 

complaints with the Interstate Commerce Commission. 


One of the remaining volumes, cloth bound, can be 
obtained for $7.50, delivered. Act quickly, as this op 
portunity will soon pass. 


Send your order now, and you will have the book 
available when needed. 


THE TRAFFIC SERVICE BUREAU 
418 South Market Street, Chicago 


As a Friend of THE TRAFFIC WORLD. plesse Mention the paper in writing to edvertisers. 
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A Clearing House on Sealing and Packing Data 


Traffic Experts have acquired their knowledge 
through close contact with transportation 
problems in all lines of business and on many 
traffic lines. 


In a similar manner, the National Binding 
Machine Co. has acquired a vast fund of infor- 
mation on packing and sealing problems. 


As the pioneers and leaders in this field, we 
have been called into consultation by shippers 
whose traffic aggregates millions of dollars a 
year, also by those of lesser magnitude. 


Our experience includes every variety of mer- 
chandise, every phase of sealing and packing 
problem. 


We feel that we owe a public duty to the 
traffic world. We want to do our share to 
minimize losses, complaints, dissatisfaction, 
sore heads and sore feelings, in so far as it 
can be done through efficient sealing. 


Therefore, we invite you to freely consult our 


Free Service Bureau 


National Binding Machine Co. 


Pioneers of the Gummed Tape Sealing System 


Chicago 
539 Stock Exchange Bidg. 


San Francisco 
Balboa Bldg. 


ABITA SPRINGS 


New York 


260 West Street 


COVINGTON 


Canadian Office 
Toronto 
Canada, 80 George St. 








yew ORLEANS GREAT NORTHERN p p 
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SUPERIOR FREIGHT AND PASSENGER SERVICE 


BETWEEN 


NEW ORLEANS, La., and JACKSON, Miss. 


CONNECTING WITH RAIL AND WATER ROUTES TO THP 


NORTH, EAST, SOUTH ano WEST 4nD FOREIGN 
PORTS vi NEW ORLEANS, “Panama CANAL” 


MODERN EQUIPMENT, 


SAFETY AND COMFORT, 


EXCELLENT CAFE-PARLOR CARS 


“SPECIAL ATTENTION PAID TO IMPORT AND EXPORT TRAFFIC” 


THE ONLY RAILROAD TO THE FAMOUS ST. TAMMANY HEALTH and PLEASURE RESORT 
FOR TARIFFS, DESCRIPTIVE LITERATURE, SCHEDULES, ETC., WRITE TO 


M. J. McMAHON, Gen. Frt. and Pass. Agt. 
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From Ocean to Ocean 


All the way across the continent—from Atlantic to Pacific—Wells Fargo & Company 
Express operates fast package transportation service. Not only upon passenger schedule, 
but in many cases by special train, is this express service maintained. 


That is why, in large stores and factories, the Traffic Manager says to his shipping 
department: “Be sure to ship by Express.” 


The Traffic Manager knows. He knows the far-reaching system of Wells Fargo lines 
throughout the North American continent, from Salvador north to the Yukon. He knows 
the reputation of the Express in this country—as the swiftest and most efficient form of pack- 
age transportation in the world. 


He knows that the Express affords what might be termed “Specialized Transportation” 
—for each particular class of goods, a means of carriage well suited to the character of the 
shipment. For instance, safety trunks for small packages; steel safes for moneys and 
jewelry; refrigerator cars for perishable goods; special end-door “garage” cars for auto 
shipments; stable cars for horses—and other adaptations for various shipments. The Traffic 
Manager knows, in short, that the Express specializes in the transportation of goods. 


Speed Your Goods by Express New Low Rates Now in Effect 


Wells Fargo & Company Express 
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MAR 23 1914 


arch 21, 1914 


ic ORI) 


Issued every Saturday by 
THE TRAFFIC SERVICE BUREAU 


Colorado Bidg., 418-430 S. MARKET ST., Whitehall Bidg., 
Washington, D. C. CHICAGO, ILL. New York City 


Copyright, 1914, by the Traffic Service Bureau. 


E. F. Ham, President 
W. C. Tyter, 

Sec’y and Treasurer 
E. C. Vaw Arspet, Manager 


All subscriptions are payable in advance and renew auto- 
matically at end of period unless specific notification to contrary 
is given to publisher 

All remittances should be made payable to order of THE 
TRAFFIC SERVICE BUREAU and should be in Chicago or 
New San eee. We have to pay exchange on checks on 
outside i‘ 





) 


Cuartes CONRADIS, 
Vice-Pres. and Gen’: Counsel 


TERMS OF SUBSCRIPTION 


One POR. ons 2 bs0:098 60.85 psbberscvencc és ons dogus Seeer as eabiabe $10.00 
Glet SE ics ans s Se aDSERS ese cabetys so0 0 terkégecbtccpeniaa 6.00 
TRIPOD GIRS cco ccctbasiciededobes>'svcrccunsoepedetsesares 3.00 


Slagle DRI. s os <0:50.665.0> 0540 ins00000ecerenne ss cienekenssece 25 
Advertising rates will be made known upon application. 


Vol. XIli, No. 12 Saturday, March 21, 1914 


THE ECONOMY POLICY OF THE COM- 
MISSION. 


One argument the Interstate Commerce Commis- 
sion might make to Congress, but which it has not 
made in its request for an appropriation for a new 
building, is the economical manner in which the af- 
fairs of the Commission are being managed. It 
points out that its several divisions are housed in 
four separate buildings with a fifth for storage pur- 
poses, and that the annual expenditure for rent is 
over $72,000. It shows the inconvenience of this 
scattered system of housing, its expense, and the 
necessity for fireproof facilities because of the Com- 
mission’s valuable library and its ten million docu- 
ments and papers which could not be replaced if de- 
stroyed. It is also attempting to make permanent 
records in its valuation work. More room it must 
have one way or another. It prefers that the gov- 
ernment erect a new building, but, if not that, it sug- 
gests that it rent one separate and commodious 
building in which the Commission can find room for 
all its activities. 

It might also have stated in its letter to Speaker 
Clark that last year it turned back into the treasury 
nearly $300,000 of unexpended appropriations. A 
saving of nearly ten thousand dollars in the printing 
bill alone has been made since July 1, 1913, as com- 
ared with the same period of the previous year. 
‘here were employed in January of this year 22 
ewer men than were employed in January of the 
previous year. And all this in the face of an in- 
crease of from 25 to 40 per cent in the work of 
practically every department of the Commission. 
This saving and increased efficiency is due to the 
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Commission’s policy of requiring its secretary to 
attend to his duties as secretary rather than devote 
his time to lobbying in Congress. The present 
Congress has shown, in some instances, lack of con- 
fidence in the Commission and has heaped upon it 
new specific duties of which it might well be re 
lieved. It may be that the old system of “mixing” 
with the congressmen and senators formerly em- 
ployed might have operated to avoid some of these 
embarrassments, but that system cannot in our pres- 
ent day of enlightment be encouraged, and, more- 
over, the present plan is likely, in the long run, to 
produce better results. Nothing inspires confidence 
so much as efficiency. 


THE PASSING OF THE UNITED STATES 
EXPRESS CO. 


“The proof of the pudding is in the eating of it.” 
This homely proverb has no reference to our gas- 
tronomic feats or wherewithal to gorge ourselves 
with such dainties, but simply illustrates the present 
plight of an organization that has for many years 
thrived on the fat things of our land. When we 
see a large and prosperous enterprise like the Unit- 
ed States Express Company winding up its affairs 
and retiring from ‘active employment 15,000 persons, 
we must admit that something startling has hap- 
pened to the express business of the country, and 
that its status is far from being normal or natural. 
We need not theorize on the: point as to whether 
this unfortunate ending came from the effects of 
the parcel post competition or from the new rates 
established by the Interstate Commerce Commus- 
sion. We must simply accept the condition that a 
once highly organized, managed and legitimate en- 
terprise has been for some time showing steady de- 
clines in its year revenues, confronted with monthly 
deficits and at last forced to dissolve and retire from 
the transportation business in order to protect its 
large army of stockholders, many of whom are 
women. ; 

Duncan I. Roberts, president of the company, 
lays the blame in these words: 

“There is no quarrel over the parcel post; it fills 
a want the express companies never could, with the 
utter impracticability of rural deliveries by them. 
The fault lies with the change in our rates. If the 
government had been satisfied with parcel post as it 
was first inaugurated, and if we were not confronted 
by another condition by the action of the Interstate 
Commerce Commission in putting into effect Febru- 
ary I, this year, of severe cuts in express rates, we 
could have gone along all right. The action of 
the Interstate Commerce Commission was a severe 
blow to the company, and when we were confronted 
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with a further threat on the part of the government 
of further reductions in parcel post rates and further 
increase of weights of parcels they would carry, it 


got to the point where for us to continue in the 
express business was impossible.” 

Measured by results, may not this state be regard 
ed as an indirect method for confiscating private 
property by governmental regulation and assuming 
public ownership of the express business by con- 
gressional action? 


REBATE CASES IN COURT 


THE TRAFFIC SERVICE NEWS BUREAU, 

Colorado building, Washington, D. C. 

The grand jury in the northern district of 
Georgia has returned two indictments against the Ala- 
bama Great Southern, one in ten counts, accusing it of 





federal 


having failed strictly to observe its lawfully published 
rates, and the other, also of ten counts, accusing it of 
giving concessions on the same transactions. 


It is said that the Alabama Great Southern, against 
the repeated protests of the N., C. & St. L., applied the 
intrastate rate on cotton from Albertville, Boaz and other 
points on its line, that was compressed at Birmingham, 
from Birmingham to Attalla, and then a _ proportional 
rate from Attalla to New Orleans, instead of a through 


rate made by the N., C. & St. L., and in which the 
concurrence of the Alabama Great Southern is said to 


have been filed, notwithstanding its* claim that it was 
not. The through N., C. & St. L. rate was defeated, so 
the announcement of the Commission has it by from 12 
to 14 cents. 


In the case against the Grand Trunk, in the south- 
ern district of Illinois, the defendant, the Commission 
has been advised, pleaded guilty and paid a fine of 
$5,000 on an indictment based on the fact that the Grand 
Trunk shipped coal on the division of the through rate, 





accruing to the Big Four on shipments from Harris- 
burg, Ill., to South Bend, Ind., where much of it was 
consumed. The division of the through rate to Battle 
Creek is 13 cents less than the local rate to South 
Bend. It should have paid the local rate. Indictments 
against the O’Gara Coal Co. and the Big Four, based 
on the same transactions, are pending. 
FOLK GOES TO MISSOURI 
Chief Counsel Folk of the Commission is going to 


St. Louis the latter part of the week to intervene, in 
behalf of the Commission, in the litigation started at St. 
Louis by the issuance of a restraining order, at the 
request of the financial interests that held Wabash bonds, 
whereby the Wabash is forbidden to cancel its through 
route and joint rate arrangements with the Illinois Ter- 
minal. The Commission, as heretofore stated, has denied 
the application of the Chicago & Alton for permission 
to cancel its cancelation on less than thirty days’ notice, 
so as to keep it on an equality with the Wabash, which, 
if the restraining order is not dissolved, will have to 
decide whether it will obey the order of the court or 
the opinion of the Commission in the Industrial Rail- 
Ways Case. 
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LEADERS IN TRAFFIC 


The Men Who Are Solving the Big Prob- 
lems—and the Good Work 
They Have Done 


HON. JAMES B. HARLAN. 
1911, the Interstat 
elected Commis 





Following a policy adopted in 
Commerce Commission, on March 17, 


sioner Harlan to be chairman for a period of one yea 
was appointed to the 


Mr. Harlan Commission from 





HON. JAMES B. HARLAN. 
Illinois by President Roosevelt in August, 1906, and 
reappointed in 1911. Before he became a member o! 


the Commission Mr. Harlan was a resident of Chicago 
where he was prominently engaged in legal work. Th 
interests of his clients were often related to the move 
ment of commerce between states, furnishing an oppo 
tunity to reach practical conclusions in the application « 
regulative measures. 


CANCELLATION REFUSED 





Commission has denied application of the Waba 
for permission to withdraw its cancellation of tari 
in connection with the Illinois Terminal. The Waba 
asked that because the court issued a restraining or 
forbidding cancellation, under decision in the ind 
trial railways case, under refusal of Commission ca0- 
cellations become effective April 1 
court they do not. 
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CURRENT TOPICS IN WASHINGTON 


What will it. profit a shipper if it 
be proved that railroad managers have 
been foolish, or even dishonest, dur- 
ing the last four or five years in 
their maintenance accounts or any 
other. branch of their accounts, if 
that proving results in a curtailment 
of service or more serious trouble in 
the courts? Whether an increase in 
rates is the best way to put more 
dollars into the treasury is not for 
the Commission to decide. The duty placed upon the 
Commission is to decide whether the increases, if allowed, 
will result in umreasonable rates. There are railroad 
managers who believe that the best way to get more 
money is to cut down expenses, first by reducing wages, 
second, by eliminating waste in the way of extra mem- 
bers of crews and a slowing up in the expenditures re- 
quired under the grade elimination laws of the different 
states, but they are in the minority. Until the sugges- 
tion came to them from the Commission, practically none 
thought of increasing the money in the treasury by im- 
posing a separate charge for setting a car on a private 
sidetrack. But practically all accepted the suggestion as 
may be inferred from the flood of switching tariff supple- 
ments filed with the Commission, and their suspension 
pending a decision. Every one of those tariffs raises the 
distinct issue as to whether the resulting rate to a given 
sidetrack, not to a given city, does result in an unreason- 
able rate. The burden of proving it is not unreasonable 
is on the carrier. If the principle laid down in the Car- 
rollton case is not held to be inapplicable, it will be neces- 
sary for the Commission to measure every sidetrack to 
see whether the added charge is not too great for the 
additional haul from the break-up yard to the sidetrack. 
If the principle of the terminal charge getting thinner as 
the line haul increases is not to be disregarded how will 
it be possible to say that the carrier should receive just 
as much for the additional haul of 500 feet added to 1,000 
miles of line haul as it receives for 500 fet of haul added 
to a line haul of only fifty miles? 





According to report, Attorney-General McReynolds is 
insisting upon the New Haven divesting itself of its water 
front property along Long Island Sound, as well as of its 
steamships and its trolley roads. Presumably there are 
some rates that apply over these terminals and electric 
lines. Then, bearing in mind the dozens of decisions by 
the Commission that a two-line haul rate may well be a 
cent or two higher than for an equal one-line haul, who 
is to pay for this separation of the New Haven into small 
bits? Can the Commission follow the example of the 
illustrious sovereigns of Europe when they ate the Prag- 
matic Sanction of Charles VI and proceeded to compete 
with Frederick the Great in an attempt to divide the 
patrimony of Maria Theresa? Will it dare brave the 
wrath of shippers and say that the separated parts of 
the New Haven may have a little higher rate now that 
they’ constitute two properties than they received while 
they were one? And if the anti-trust statute is to be 
applied to the New Haven, is it to be applied to the com- 
mittees which adjust and make rates for the lines repre- 
sented by them? Plainly and bluntly, is the anti-trust act 
going to eat up the act to regulate commerce, thereby re- 
storing the good old days when a shipper who wanted to 
get his goods beyond the shadow of his warehouse, had 
to deal with many carriers? Perhaps it would be well for 
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Eugene Morris, R. C. Countiss, C. C. McCain, A. D. Hall 
and the dozen or more estimable gentlemen who are 
chairmen of various committees, to begin hiding out, lest 
the anti-trust bogey man get them by the collar. 





While this progress under the reverse lever is going 
on, perhaps it would be well for shippers who have been 
sending. goods on short hauls by means of motor trucks 
to begin getting fidgety. There is a motor truck plying 
between Chevy Chase, Md., one of the suburbs of the 
nation’s capital and Washington, three timés a day. It is 
engaged in interstate commerce just as much as another 
truck that runs between Baltimore, Laurel and Washing- 
ton. Undoubtedly shippers have their money invested 
in the trucks. They might be expected to be the first to 
feel the need of such common carriers. Perhaps, how- 
ever, they are fully protected from any danger that might 
lie in the tap line and industrial railways decisions by the 
fact that they are not carriers by railroad, nor so far as 
anybody has found, do they make through rates in con- 
nection with any carrier by rail. Of course that is a 
ridiculous suggestion, but it serves to call attention to 
the fact that shippers are the class that started trans- 
portation lines. The shipper was there before a carrier 
by rail was ever thought of, and the money of shippers 
was the first invested in means of transportation other 
than men’s shoulders. : 





Monday after Monday reporters for newspapers and 
reporters for the big financial houses travel up to the 
Supreme Court each prepared to break his neck with the 
first news of decisions in the intermountain, the Los 
Angeles switching and Shreveport cases. When will they 
be handed down? The man who would suggest that the 
court is failing in its duty to the public is a foolish one. 
The court when it announced its recess to April 6, was 
100 cases ahead of the record it made for itself at the 
last term. The reduction of time for argument is having 
an effect. The court is getting through its docket faster 
than formerly, but that does not mean that its members 
find it any easier to reach conclusions on such excep- 
tionally hard questions as are presented by the three 
cases mentioned. In view of the savage criticisms that 
have been made of courts, is it to be wondered that the 
tribunal from which there is no appeal, except to the 
people themselves, spends years in trying to bring its 
decisions in such cases to utmost maturity before an- 
nouncing them? 





Trunk lines, in complying, as they would call it, with 
the decision in the industrial railways case, jumped to 
the conclusion, apparently, that every short line railroad 
must necessarily be an industrial road, if it served a 
number of industries owned by the same interest. There- 
fore, cancellation tariffs were forthcoming. The Akron, 
Canton & Youngstown, a railroad in the making to serve 
the three manufacturing cities in Ohio, whose names ap- 
pear in its title, was the victim of cancellation tariffs, 
although at a conference in Commissioner Harlan’s office 
Monday afternoon, the fact was brought out that it is 
not a road owned by shippers, in whole or in considerable 
part, so the cancellations will be canceled. In that in- 
stance the trunk lines determined the character of the 
road by its length and assumed that because it is not 
long and it serves a particular kind of industry, it must 
come under the condemnation of the Industrial Railways 
case. If its stock had happened to be owned by the ship- 
pers it would probably have had a hard time to prove that 
it should not be deprived of divisions. A. BE. H. 
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Decisions of Interstate Commerce Commission 


MISSISSIPPI RIVER CASE 


CASE NO. 4424 (29 I. C. C., 530-535) 


STATE OF IOWA ET AL. VS. ATCHISON, TOPEKA 
& SANTA FE RAILWAY CO. ET AL. 
Decided Jan. 13, 1914. 


Under the findings of the original report herein, 28 I. C. C., 47, 
class rates between trunk line and central freight associa- 
tion territories and the upper Mississippi River crossings 
are fixed for the future, and the basis for the present ad- 
justment of commodity rates is indicated. 

Same appearances as in the original report 


Supplemental Report of the Commission. 
HARLAN, Commissioner: 

In our prior report herein, 28 I. C. C., 47 [The Traffic 
World, Aug. 9, 1913, p. 313], the carriers in Trunk Line 
and Central Freight Association territories were directed 
to make a general revision in their rates to and from 
the upper Mississippi River crossings from Keokuk to 
Dubuque, in the state of Iowa. The rates proposed by 
the carriers to meet the suggestions there made have 
been submitted and have been the subject of confer- 
ences between the representatives of the shippers and 
the carriers. As to some of the rates an agreement has 
been reached between the parties in interest, but the 
duty devolves upon the Commission to give further in- 
dication of what will be necessary to meet the views 
expressed in the original reports. 

The rates to the upper crossings, west bound, sub- 
mitted by the carriers operating in Trunk Line territory, 
seem closely to follow the views expressed by the 
Commission and met with no substantial criticism from 
the representatives of the Iowa interests. Some rates 
from communities in the immediate vicinity of Pitts- 
burgh, which have for a long time been made on arbi- 
traries over Pittsburgh, still bear relation to the Pitts- 
burgh rates in the proposed schedule of the carriers, and 
will be discussed in connection with the Central Freight 
Association line rates. 

With regard to the east-bound rates we expressed 
the view that they should be on a parity with those 
west bound. The rates proposed by the trunk lines 
wholly disregarded that part of the report. As an illus- 
tration it may be said that the proposed rates from Syra- 
cuse to the upper crossings are— 


3 4 5 6 
42 30 25 21 


RED ew no caeeis ts 1 2 
CD oe at oe ekg 63 5 


while the proposed east-bound rates are— 


6 


Class ... 1 2 3 4 5 5 
30% 25% 


Rate ...75% 66 50% 35% 


In explanation of this disparity the carriers assert 
that the lower west-bound rates were based on the fact 
that the manufacturing industries were located east of 
Buffalo and Pittsburgh when the rates were originally 
established, while the east-bound traffic at that time con- 
sisted principally of live stock, grain and grain products. 


This seems to offer no justification for higher rates east 
bound beyond that presented in the original record; but 
it is now pointed out that to require a parity between 
the east-bound and west-bound rates from and to the 
upper crossings only, those being the only points to 
which the record is directed, while leaving the entir: 
adjustment to and from Central Freight Association te: 
ritory on the present basis, would be unusual. The effect 
of an equality in the adjustment to and from the river 
towns might extend as far east as the Indiana-Illinois 
state line, but beyond that point the disparity east 
bound and west bound would continue. The present 
east-bound and west-bound rates between New York and 
the upper crossings are on a practical parity, but the 
east-bound rates to all other points east of the Buffalo 
Pittsburgh line are substantially higher than are those 
applying on traffic from the same points west bound. So 
far as the rates applying to and from Baltimore and 
Philadlphia are concerned, the Commission in other cases 
has given approval to the disparity that has existed 
for many years, and the carriers ask that they be pe! 
mitted to continue the present adjustment. Ultimately 
a parity between the east-bound and west-bound rates 
probably must be made, but the matter had no specia! 
consideration here, and, under the circumstances, we are 
not disposed at this time to insist upon a parity of 
rates east bound and west bound, nor, as we understand 
the matter, is such a readjustment insisted upon at this 
time by the Iowa interests. 

With regard to the rates proposed by the Centra 
Freight Association lines, in general it may be said that 
they show a reduction only by the elimination of the 
bridge arbitraries of— 


Re ee 
Ageitrarias. ..isvcccuer 5 


3 4 2 6 


5 t 3 2 


From a few points in Central Freight Association 
territory the carriers have reduced the rates 1 cent fur 
ther on the first two classes, with a smaller reduction 
on the lower classes. The situation as proposed by the 
carriers may be illustrated by the following table showing 
the class rates, in cents per 100 pounds, from typica! 
points in the originating territory to west-bank cities 


Akron, Ohio 1 2 3 4 5 6 
Present Tee ie tee 65 56% 43% 30% 25% 20! 
Proposed ....... iat ileal ai 50% 38 26% 22 18 
Reduction ....... Wabi. © 6 5% 4 3% 2% 

Cincinnati, Ohio: 

URS cess 34 ied 6h 1 ee 50 40 29 24 1 
NE». ins coer heck ab he 50 45 35 25 21 17 
ET rte, SA: 5 5 5 4 3 

Columbus, Ohio: 
| er eS 51% 41 29% 24% 2 
ES Swen d a Ved 80 not ap 54 46% 36 25% 21% 18 
2% 5. Keuwls cab hhlee 6% 5 5 5 4 3 2 

Detroit, Mich.: 

OS ae re 50 40 29 24 19 
RN i te 50 45 35 25 21 17 
ne ol mee Sa ek Soe 5 5 5 4 3 2 

Logansport, Ind.: ; 
0  ——ESS SS ee 47 37 26 21 17 
at ee terre See 47 42 32 22 18 1 
IO, eae cnsd<0sknsews 5 6 5 4 3 2 
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In the original report we pointed out the revision 
which we found would establish the proper relation be- 
tween the upper crossings and St. Louis, but indicated 
that we would not require at this time a readjustment 
that might be so far-reaching in its effects on the rev- 
enues of the carriers. The rates as proposed by the 
Central Freight Association lines do not meet the sug- 
gestions we made for a proper present adjustment. The 
rates from Central Freight Association territory to 
Chicago and points west thereof have been in force, 
with minor changes, since April 13, 1896. To the upper 
crossings from Pittsburgh the rates were constructed 
on the basis of 70 per cent of the New York rate, and 
points west of Pittsburgh were on an established dif- 
ferential under Pittsburgh. On the other hand, from 
Pittsburgh to St. Louis the rates are 64% per cent of 
the New York rate to St. Louis, and from points west 
to St. Louis practically the Central Freight Association 
scale is applied. From points east of the Buffalo-Pitts- 
burgh line the rates have heretofore been made on the 
same percentage basis to St. Louis and to the upper 
crossings, but, as indicated, from Pittsburgh and Buffalo 
a difference in the percentage basis is applied. The 
basis of making rates between Central Freight Associa- 
tion points, on the one hand, and the upper and lower 
crossings on the other, has not been a logical one. 

The carriers fear a reduction of the rates to the 
upper crossings below their proposed schedules because 
they think in that event the Central Freight Associa- 
tion scale will conflict with the higher Illinois scale. It 
is said, for example, that the first-class rate from Cin- 
cinnati to St. Louis is 41 cents for a distance of 341 
miles. This is practically in accordance with the Cen- 
tral Freight Association scale, whereas the first-class 
rate from Chicago to Keokuk is 41.7 cents for a distance 
of 249 miles, in accordance with the Illinois scale. It 
is also stated that there are points, such as La Porte, 
Muncie and Fort Wayne, in the state of Indiana, where 
the rates practically apply through Chicago and the rate 
proposed is practically the Chicago rate. Giving due 
consideration to all that has been said on the original 
record and in the conferences held since our reports were 
promulgated, it is our opinion that the rates between 
points in Central Freight Association territory, begin- 
ning with Buffalo and Pittsburgh, located at the extreme 
eastern boundary, and the upper Mississippi River cross- 
ings should be adjusted as follows: From and to Buffalo 
and Pittsburgh and points taking the same rates, the 
rates should be 66 per cent of the New York rate to the 
upper crossings. Allowing the usual disposition of frac- 
tions, the resulting scale will be as follows: 


2 ees 1 2 3 4 5 6 
eae 59% 51% 39% 27% 24 20 


These are the following arbitraries over the rates to 
and from St. Louis: 


0 Ree 1 2 3 4 5 6 
Arbitraries ..... 3 2% 2 1% 1% 1% 


The rates between points west of Buffalo and Pitts- 
burgh and the upper crossings for distances of more 
than 500 miles should be on the same scale of arbitraries 
Over the rates to and from St. Louis as we find proper 
to apply from Buffalo and Pittsburgh; for distances of 
500 miles and under, where the average distance be- 
tween the Central Freight Association point and Keokuk, 
Burlington, Clinton and Dubuque are the same or less 
than the distance to St. Louis, the same scale of differ- 
entials over the St. Louis rates will apply. But where 
the average distance to the upper crossings exceeds the 


THE TRAFFIC WORLD 





553 


distance to St. Louis the scale of differentials mentioned 
will be exceeded by one cent on the first two classes 
and by one-half cent on the remaining four classes for 
each 25 miles or fraction thereof that the distance to 
the upper crossings exceeds the distance to St. Louis. 
The resulting first-class rates will be as follows: 


Distance. First-class Rate. 
To Aver- 
age of Up- To Upper 
To St. per Cross- To St. Cross- 
From— Louis. ings. Louis. ings. 
Miles. Miles. Cents. Cents. 
PO, Fie Eb cc acccadeccicdves 731 720 56.5 59.5 
Cineimmats, Qhio 4... .cesccevces 341 442 41 49 
CE. EOE (F56o9 phase eases 548 532 52.5 55.5 
eS A ee ree 428 477 46 5} 
BE, ERED onc insss vacens sets 350 421 43 49 
SOE, NEES. hoc dc ct gevecess 488 467 46 49 
Wort Weare: TRG, ¢ csecsccccce 342 338 43 46 
Grand Rapids, Mich........... 462 368 46 49 
ee ae 240 324 38 46 
ON ge 233 267 38 43 
EE ES fF vie ce co ects cteiel 478 409 46 49 
A FIP. odds ad werwe'd i 621 647 56.5 59.5 
E, . E n.n coc cbc ceeees 593 499 46 49 
ea rrr ee 370 289 43 46 
Terre Haute, Ind. ......ceccore 168 297 32.5 42 
TOLCGO, GMD 2 ccccvsccces a eeuen 437 433 46 49 


A few exceptions to this rule are necessary in order 
to keep open the established gateways and practicable 
routes and to preserve the relationship which has here- 
tofore existed. The first-class rate from Muncie to the 
upper crossings will be made on the basis of 46 cents, 
the same as from Fort Wayne and Indianapolis, and 
the rates applying on the other classes will be the same 
as those applying at Fort Wayne and Indianapolis. Ports: 
mouth and Marietta and a few other basing points will 
require similar adjustments in order to preserve estab- 
lished relationships. Certain points in the so-called gas 
belt in the state of Indiana will require similar treat- 
ment. Terre Haute and adjacent points within the nar- 
row territory lying east of the Indiana-Illinois state line 
will take rates slightly higher than would result from 
the exact application of the general basis of rates above 
mentioned. 

The few points immediately east of Pittsburgh, here- 
tofore mentioned, include Connellsville, Crabtree, Loyal- 
hanna and Johnstown, in the state of Pennsylvania, and 
are located in Trunk Line territory. They have long 
enjoyed rates to western points based on arbitraries 
over Pittsburgh and not made with reference to rates 
from the eastern cities. We are convinced that the same 
basis should be adhered to in constructing rates for the 
future. These rates must be revised to meet the read- 
justment we here require in the Pittsburgh rates. 

The Central Freight Association territory east-bound 
rates, both from St. Louis and the upper crossings, have 
not heretofore been on a parity with those applying 
west bound. In some instances the east-bound rates are 
lower and in other instances higher than the west bound. 
This is true also regarding the St. Louis rates. As a 
present adjustment we find that the east-bound rates to 
Central Freight Association points from the upper cross- 
ings should not exceed the east-bound rates from St. 
Louis by an amount greater than the west-bound rates 
from the same points to the upper crossings exceed 
those to St. Louis. 

The commodity rates between Trunk Line territory 
and the upper crossings that have been proposed by the 
carriers are on substantially the same basis as the class 
rates, and these are approved in so far as they do not 
advance commodity rates now in force. In some instances 
it is proposed, both in Trunk Line and Central Freight 
Association territories, to cancel commodity rates and 
leave in force the class rates which we here fix. This 
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should not be done when the result is an advance over 
the commodity rate now in effect. Should the carriers 
in these territories desire to make any such general 
readjustment of their commodity rates it should be done 
in such form as will permit the Commission properly to 
investigate and pass upon the reasonableness of that 
course. The commodity rates between Central Freight 
Association points and the upper crossings are subject 
to the same criticism that has been made regarding 
the rates in that territory; but upon the present 
find that those now in effect should be con- 
tinued for the future except where the application of 
the class rates herein fixed will make a lower charge. 
When this occurs, the present commodity rate should 
be canceled and the class rate applied. Some east-bound 
commodity both to Central Freight Association 
and to Trunk Line territories, have been established by 
the Commission after full investigation. In some of 
these instances the same rates apply from the upper 
crossings as from St. Louis. These should be continued. 
As we said in the original report, the commodity rates 
are special rates made to meet special conditions and 
should not necessarily be disturbed because of the change 
in the class schedules. With the reservations noted, we 
find that the commodity rates between Central Freight 
Association points and the upper crossings should not 
exceed the rates between the same points and St. Louis 
by more than the differential applied between the same 
points on the class in which th would fall 
under the Official Classification. 

Permission to establish class rates hereinabove re- 
quired, as well as the commodity rates from Trunk Line 
territory, and to make them effective on April 1 next 
on five days’ previous notice is hereby granted; the com- 
modity rates from Central Freight Association territory 
will be established on statutory notice and made effective 
on April 15. 
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INTERIOR IOWA CITIES CASE 

CASE NO. 3464 (29 1. C. C,, 

STATE OF IOWA ET AL. VS. 

MINNEAPOLIS & OMAHA 
ET AL. 


CASE NO. 3465. 
SAME VS. NEW YORK CENTRAL & HUDSON 
RAILROAD COMPANY ET AL. 
Decided Jan. 13, 1914. 

The schedule of proportional class rates submitted by the de- 
fendant carriers, under the findings of our original report 
herein, 28 I. C. C., 64, for application west of the Mississippi 
River on traffic moving between interior Iowa cities and 
points east of the Indiana-Illinois state line, approved. 
Clifford Thorne and J. H. Henderson for Iowa State 

Board of Railroad Commissioners. 


536-538) 
CHICAGO, ST. PAUL, 
RAILWAY COMPANY 


RIVER 


A. W. Dowler for Shippers’ Association of Fort Dodge, 
lowa. 


W. B. Martin for Shippers’ Association of Dubuque, 
lowa., 


E. G. Wylie for Greater Des Moines Committee. 
H. F, Sundberg for Cedar Rapids Commercial Club. 
H. C. Barlow for Chicago Association of Commerce. 
A. P. Humburg, for Illinois Central Railroad Company. 
Conrad E. Spenz for Chicago, Burlington & Quincy 
Railroad. 
W. F. Dickinson for Chicago, Rock Island & Pacific 
Railroad Company. 


Vol. XIII, No. 1 


C. C. 
Company. 
O. W. Dynes for Chicago, Milwaukee & St. Paul Rai! 
way Company. 
Supplemental Report of the Commission, 
HARLAN, Commissioner: 

The schedule of proposed proportional rates west of th: 
upper Mississippi River crossings submitted by the car 
riers to meet our suggestions in the original report herein 
28 I. C. C., 64 (The Traffic World, Aug. 2, 1913, p. 254) 
shows material reductions in the first and second clas 
rates, with lesser reductions in the lower classes. The 
schedule is made up by using the Iowa distance scale from 
the nearest river crossing and adding thereto 2 cents on 
the first and second classes and 1 cent on the remaining 
The rate thus resulting is applied from the east- 
bank points on traffic originating east of the Illinois-Indiana 
state line. In the Mississippi River case, 28 I. C. C., 47 
(The Traffic World, Aug. 9, 1913, p. 313), the class rates 
from New York and other eastern cities to west-bank points 
are fixed at— 


Wright for Chicago & North Western Railwa 


classes. 


oe 2 3 
> ee 2 1 


higher than the rates on the same classes to St. Louis; 
and the rates to St. Louis are applied by the carriers as 
proportional rates to east-bank points on traffic destined 
to interior points in Iowa. It follows that as to traffic 
from eastern cities the through rate arrived at by the use 
of the two proportionals is the same as the combination 
of locals through the nearest river crossing. The carriers 
have proposed, however, to apply these proportional rates 
from all the upper Mississippi River gateways, and when 
applied over the greater mileage from the more distant 
river points or the average of all the river points it will be 
found to be substantially below the Iowa mileage scale, and 
therefore less than the combination of locals. From points 
in central freight association territory, on account of the 
greater spread between the local and proportional rates to 
the river, the sum of the two proportionals is in all cases 
less than the combination of locals. 

The complainants introduced various exhibits at th« 
conference for the purpose of demonstrating that the per- 
ton-mile revenue yielded by the proposed proportionals i: 
too high compared to the revenue up to the river on 
traffic from eastern cities. It was shown that the per-ton 
mile revenue from New York to Chicago, a distance of 912 
miles, on first class is 16.4 mills; to Clinton (local), 1,050 
miles, 17.1 mills, and to East Clinton (proportional), 16.7 
mills; while the per-ton-mile earnings on the through 
rate from New York to De Witt, in the state of Iowa, is 
19.9 mills; to Wheatland it is 19.7 mills,and grades up to 
21.4 mills at Woodbine, the eastern boundary of the Mis 
souri River 55-cent rate zone, and then grades down again 
to 20.5 mills per ton-mile at Council Bluffs. While it is a 
general principle of rate construction that a longer hau! 
should ordinarily yield a lower rate per ton-mile, there is 
here a situation in which are involved different transporta 
tion conditions east and west of Chicago and the Mis 
sissippi River. The thinner traffic west of the basing points 
as well as the two-line hauls involved and other considera 
tions, make it proper to depart from the general rule t 
the extent here shown. This feature of the case is full 
covered by our report in Warnock Co. v. C. & N. W. R: 
Co., 21 I. C. C., 546 (The Traffic World, Nov. 25, 1911, | 
895). 

The schedule of proportional rates submitted by the 
carriers for our approval contains numerous deviation 
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from the long-and-short-haul provision of the amended 
four section of the act. For example, it is proposed to 
establish a first-class proportional rate of 34.8 cents to 
Des Moines, while to Slater, an intermediate point on the 
Chicago & North Western Railway, 41.2 cents. The rate 
to Des Moines is established on the basis of the short-line 
mileage of 155 miles from Muscatine by way of the Rock 
Island, whereas the short-line distance to Slater over the 
rails of the Chicago, Milwaukee & St. Paul Railway from 
Davenport is 193.6 miles, and the distance over the North 
Western from Clinton is 198.7 miles. The rate proposed to 
Slater is two cents over the Iowa distance scale for 194 
miles, and is, therefore, made in accordance with the gen- 
eral basis for these proportional rates throughout the state. 
We believe this a proper basis to apply, under all the cir- 
cumstances shown of record, in order that the traffic may 
continue to move through all the gateways. A fourth 
section order will therefore be issued authorizing the car- 
riers to continue to meet the rate over the direct route 
from the nearest gateway to points in Iowa, and to main- 
tain higher rates to intermediate points, provided the rates 
to said intermediate points do not exceed the Iowa distance 
scale over the direct route from the nearest river cross- 
ing to said intermediate points by more than the following 


2moupts: 
Class..... a So 6" Se ee ae ae oe 
Cents.... 2 2 1 1 1 1 1 1 1 1 


The carriers have followed this course in the sched- 
ules which they have submitted, and such schedules of pro- 
portional class rates are approved with the understanding 
that they are to be made applicable both westbound and 
eastbound. 

In the original report herein, supra, we said at page 
io: 

In the schedules of rates which the carriers will submit to 
us on October 1 next, as required herein, it will be well for 
them to embrace the commodity rates or at least to give some 
clear indication of some basis upon which their commodity rates 
will be brought in line with the principles upon which we here 
require the class rate to be readjusted. 

The carriers have not followed this suggestion and 
have filed no schedule of commodity rates or basis for 
their construction. It is our understanding, however, that 
the Iowa interests consider that the present proportional 
rates west of the river on commodities originating east 
of the Indiana-Illinois state line should remain in effect ex- 
cept where the class proportionals herein established make 
lower, in which event the class rates should govern. This we 
approve, and if we are not correct in our understanding the 
matter may be again called to our attention. 

The schedule of proportional class rates, proposed by 
the carriers and fully considered at the conference between 
the shipping interests, the carriers and the Commission, is 
filed of record and need not be reproduced here. A relief 
order under the fourth section will be entered in accord- 
ance with the findings herein; and permission is hereby 
sranted to establish the rates hereinabove required and 
to make them effective on April 1 next on five days’ previ- 
ous notice to the public and to the Commission. 


FOURTH SECTION ORDER NO, 3743. 

IN THE MATTER OF PROPORTIONAL CLASS RATES 
FOR THE TRANSPORTATION OF TRAFFIC ORIG- 
INATING AT OR DESTINED TO POINTS EAST OF 
THE INDIANA-ILLINOIS STATE LINE, BETWEEN 
UPPER MISSISSIPPI RIVER CROSSINGS AND JUNC- 
TION POINTS IN IOWA. 

. Proportional Class Rates. 
This case being at issue upon complaint and answers 
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parties, and full investigation of the matters and things 
involved having been had, and the Commission having, on 
the date hereof, made and filed a supplemental report con- 
taining its findings of fact and conclusions thereon, which 
said report is hereby referred to and made a part hereof: 

It is ordered, That the Atchison, Topeka & Santa Fe 
Railway Co., Chicago, Burlington & Quincy Railroad Co., 
Chicago & North Western Railway Company, Chicago Great 
Western Railroad Company, Chicago, Milwaukee & St. 
Paul Railway Company, the Chicago, Rock Island & Pacific 
Railway Company, Illinois Central Railroad Company, the 
Minneapolis & St. Louis Railroad Company, the Wabash 
Railroad Company, and Chicago, St. Paul, Minneapolis & 
Omaha Railway Company be, and they are hereby, author- 
ized to establish the same proportional class rates for 
the transportation of traffic originating at or destined to 
points east of the Indiana-Illinois state line, between upper 
Mississippi River crossings and junction points in Iowa, 
via their circuitous lines, as are concurrently in effect on 
like traffic between the nearest Mississippi River crossing 
and said Iowa junction points via the direct line from said 
nearest Mississippi River crossing to said Iowa junction 
points, and to maintain higher proportional rates on like 
traffic at intermediate points, provided that the propor- 
tional rates at said intermediate points do not exceed the 
Iowa distance scale of rates between the nearest Missis- 
sippi River crossing and the said intermediate points by 
more than the following amounts, in cents per 100 pounds, 
on the classes named. 


ee 2 3 4 5 A B C D E 
Rate ....2 2 1 1 1 z 1 ist, 1 





CLASS AND COMMODITY RATES TO IOWA 


CASE NO. 3068 (29 I. C. C., 539-543) 
CEDAR RAPIDS COMMERCIAL CLUB VS. CHICAGO 
ROCK ISLAND & PACIFIC RAILWAY CoO. 

CASE NO. 4447 
FORT DODGE SHIPPERS’ ASSOCIATION VS. CHICAGO 
GREAT WESTERN RAILROAD CO. 
CASE NO. 3464 
STATE OF IOWA ET AL. VS. CHICAGO, ST. PAUL, 
MINNEAPOLIS & OMAHA RAILWAY CO. ET AL. 


Decided Jan. 13, 1914. 


Upon the findings of the original report herein, 28 I. C. C. 76, 
class rates are fixed for the future between Chicago and 
points in Iowa and the general basis of commodity rates 
between the same points is indicated. 


Same appearances as in the original report. 
Supplemental Report of the Commission. 


HARLAN, Commissioner: 

In our first report in this case, 28 I. C. C., 76, 80 
[Traffic World, Aug. 9, 1913, p. 320], commenting on the 
present scale of rates between Chicago and points in the 
state of Iowa, we said: 


We find that the rates in question are excessive and un- 
reasonable and are in need of a revision. But we think 
that the rates from Chicago to the Missouri River made on an 
80-cent scale should be graded back across the state down to 
the 37% to 41.7 cent rates at the Mississippi River. . . In 
revising the rates due attention must be given to the lower 
classes; a revision only of the first-class rates will not meet 
the situation. 


At the subsequent conferences before the Commission 
between the carriers and representatives ‘of the shippers 
the carriers called attention to the language of the report, 
on p. 80, viz.: 


We do not condemn the basis of those rates as a wholt, 
nor do we understand or anticipate that our action here will 
result in extensive reductions in the level of the rates or in the 
earnings of the carriers, 


and they insisted that they are warranted in the assump- 
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tion that the Commission desired primarily a readjust- 
ment of these rates to get them in some sort of har- 
monious relationship to each other and ultimately on a 
basis which would not cause serious reduction in the 
revenue. 

An examination of the schedule of rates proposed by 
the carriers under our report herein shows that they 
suggest a reduction in the first class rates at many points 
and have in a measure graded the 80-cent rate at the 
Missouri River down to the 37%-cent rate at the Mis- 
sissippi River, as directed in our report. But after fixing 
the first class rates they propose rates on the lower 
classes, with the relationships to first class based on 
the scale of percentages applied in Minnesota by the 
railroad and warehouse commission of that state. The 
use of those percentages, in connection with the first 
class rates so proposed by the carriers, results in a 
schedule of class rates, which, taken as a_ whole, 
works a. material advance over the present rates; and 
the increase is emphasized in the third and fourth classes 
and class A, under which undoubtedly a larger volume 
of traffic moves than under the higher classes. The 
carriers thus propose a revision which, while showing a 
general reduction in the first class rates, would effect 
a substantial increase in the rates under which the bulk 
of the tonnage moves to interior Iowa. This, of course, is 
not in accord with our finding that the rates in question 
are excessive and unreasonable. 

At a subsequent conference upon the proposed rates, 
at which the shippers and carriers were represented, 
several methods of arriving at an equitable adjustment 
of the rates were suggested, each being more or less 
meritorious, but none of which seems to us to meet the 
requirements of the record. 

The present scale of rates between Chicago and the 
Missouri River, which has been in force for many years, is: 


: f J Cc BD E 
Rate 8 65 ee = 32 27 22 18% 16 


This scale extends for approximately 75 miles east 
of the Missouri River, and from there eastward is grad- 
ually lowered until it reaches the Mississippi River. The 
scale of rates now proposed by the carriers brings the 
boundary of the first class rate of 80 cents a little nearer 
to the Missouri River, but extends the boundary of the 
fourth class rate of 32 cents more than 150 miles east 
thereof, or nearly half way across the state. In Corn 
Belt Meat Producers’ Assn, vs. C., B. & Q. Ry. Co., 14 
I. C. C., 376, 396 [Traffic World, July 25, 1908, p. 56], 
cited at the conference, we said, commenting upon the 
rates on cattle from Iowa to Chicago: 

The 23%-cent rate which applies at Omaha is carried for 

150 miles east before the process of grading down to the 
Mississippi River begins. This is too far. There is a strip 
along the Missouri River from fifty to seventy-five miles in 
width to which this 23%-cent rate may properly be applied as 
a blanket rate, but after that point is passed we think the 
rate should be gradually reduced to the east. 
We were there considering rates that began at the Mis- 
souri River at 23% cents and were graded to 15 cents 
at the Mississippi River, thus affording a spread of only 
8% cents to be distributed across the state. In this 
proceeding we are to grade down the 80-cent scale of 
class rates to the 3714-cent scale at the Mississippi River. 
We recognize the advisability of applying the Missouri 
River rates to a narrow strip toward the east, but with 
this much greater spread between the rivers it seems 
entirely proper to distribute it more equitably across 
the state than is done in the rates proposed by the de- 
fendants, 
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Keeping in mind the first class rate of 60 cents a 
Des Moines established in Greater Des Moines Committe: 
vs. C., R. I. & P. Ry. Co., 17 I. C. C., 57 [Traffic World 
July 17, 1909, p. 107], and the 52-cent rate at Cedar Rapid 
established in the original report in this case, we fix 
the first class rates to and from points between Cedar 
Rapids and the Mississippi River by grading down, ac 
cording to distance, the 52-cent rate to the 37.5-cent basis 
applicable at Clinton and Davenport. Similarly, we de 
termine the first class rates to apply to points between 
Cedar Rapids and Des Moines in the range between the 
52-cent rate at Cedar Rapids and the 60-cent rate at Des 
Moines. Points between Des Moines and the Missouri 
River will take first class rates in the range between 
60 cents and 80 cents substantially as measured by the 
distance from the Mississippi River. This plan is not 
strictly followed in fixing rates to points on the Chicago, 
Burlington & Quincy. As Burlington is the most distant 
crossing on any direct line between Chicago and Omaha, a 
somewhat higher basis has been applied. On this line 
the Ottumwa rates are slightly lowered from the basis 
established in Ottumwa Commercial Club vs. C., B. & Q 
Ry. Co., 17 I. C. C., 413 [Traffic World, Jan. 29, 1910, p 
119]; but this is necessary under the different rate con 
ditions that will obtain in this territory after the con 
clusions reached in this report shall have been made 
effective. 

The 80-cent scale now in force at the Missouri River 
is found to bear the following percentage relation to 
first class: 


9 2 4 


2 : 5 A B Cc D 
Per cent ..100 81.25 56.25 40 33.67 40 33.67 27.5 23.125 


while the Minnesota scale, which the carriers seek 
have applied here, is as follows: 


OE ek rae ae oe ve le eae 
Per cent 0 83% 66% 50 40 45 35 30 25 


The application of the present Missouri River scale of 
percentages to the lowered first class rates across the 
state results in a schedule of rates which we regard as 
too low, while the application of the Minnesota scale, 
as we have seen, would result in rates that are too high. 
The rates herein fixed as reasonable rates for the future 
are based on a scale of percentages as follows: 


Class 2 3 4 5 A B Cc D 
100 80 60 45 35 40 32% 27% 


This scale is lower than the present Missouri River scale 
by 1% per cent on second class, 1 1-6 per cent on class 
B, and % per cent on class D, and higher by 3% per 
cent on third class, 5 per cent on fourth class, and 1 1-3 
per cent higher on fifth class, while classes A, C and E 
remain unchanged. It is not suggested for general ap- 
plication, but is adopted in the particular case before 
us, only because it seems under all the circumstances 
to give us a schedule of class rates more in harmony 
with our findings herein than either the present per 
centage scale or the one in use in Minnesota. 

Upon the whole record we conclude and find that 
any scale of class rates between Chicago and points taking 
the same rates and points in Iowa will be unreasonabl« 
for the future if in excess of a scale in harmony witl 
the rates to and from illustrative points as follows: 


ae Sa. oe 


= 
~ 


Illinois Central: 
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Delaware E 40 § S 3 
Manchester 52 42 3 18 
Independence 5 43 3: 19 
Waterloo 56 465 3 20 
Cedar Falls f 46 20 
Ackley 47 35 21 
Iowa Falls 6 5 7 21 
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Webster City ......... 64 51 38 29 22 26 21 18 14 1g 
Fort DOGBO ...cccccoes 6 62 39 29 23 236 21 18 15 13 
TATA se eeeeeeeeeeseeees 68 51 41 31 24 27 22 19 15 14 
Rockwell City ........ 71 87 #43. 32 25 28 23 20 16 14 
Chicago, Milwaukee & St. : 
Delmar Junetion ..... 34 25 19 16 17 14 12 10 8 
Mua ith a wb eee teed 2 43 31 238 18 Si 7 14 33 3 
eer 57 46 34 26 20 23 19 16 13 11 
PHONE sawceccccccdss 58 46 35 26 20 23 19-16 13 12 
Mane © 0 6.6.60 so su sx5 60 48 36 27 21 24 20 17 14 12 
CS ae 60 48 36 27 21 24 20 17 14 12 
POSE Ps acct 0:0 vibe 0 0 cues 68 54 41 31 24 27 22 19 15 14 
Ma. direc 6 6.52 6 cee 7 60 45 32 26 30 24 21 #17 #15 
Chicago & North Western: 
Det WE. bilies ccdbvccees 42 34 25 19 15 17 14 12 10 8 
WGI, Fc .cineisccctas 45 36 27 20 16 18 15 12 10 9 
Cedar Hapids ......¢.- Ge 42 Si SS i828 3i- a7 1¢ 32 10 
Pee ides c.c'ensc 00a 6" oe 4 22.36 35 = le a. 
Te, . pues ao omnes + tawe 57 46 34 26 20° 33 19 16 «13 ~#T1 
Marshalltown ......... 69 47 385 27 21 24 19 16 13 12 
State Gemtae ..occcccos 60 48 S36 27 31 24 20 17 Té I 
Grand Junction ....... 6s 64 1 Sit 34 37 22 19 1 24 
Je TORE: 6 odie cccceccris 639 56 41 31 24 28 22 19 16 14 
a er 73 58 44 32 26 29 24 20 16 15 
Chicago, Rock Island & Pacific: 
FOU . 6 <hea0? bec 63 42 31 23 #18 21 17 Ye ww 10 
Gui - a+ 6o0'<.c hs conse 57 46 34 26 20 23 19 16 138 Ii 
Newton ic aide odin «lend ee Le eee Ce eee 
CUE, Palen sin aii's 00 vices 60 .48 36 27 21 24 20 17 14 12 
Des BGR. cnsecvcacs oo 2 06 32: oe Mm FF ets 
,*. Ee 76 60 45 32 26 30 234 21-17 Is 
ago, Burlington & Quiney: 
‘ti GUL“ Sedvscexecones € 52 42 31 2.213 8 i. 4 Se ee 
OREUIAAEE. .cccccceorccene BO 44 33 2 19: 23 16 16 38° 11 
pS Re Ne ee a ee 57 46 34 26 20 283 19 16 13 11 
CHASIBOM, .<ccceccccccces 60 48 36 27 21 24 20 17 14 12 
OOBOEER. cats cccuserseee 64 51 38 29 22 26 21 18 14 13 
CROMER eis « cB'e.c adn asad 69 55 41 31 24 28 22 19 16 14 
ee Mo Eden sence emes 78 62 45 32 27 31 25 22 18 16 
MOIVORE  wicines ec tesedenn 80 65 45 32 27 32 27 22 18.516 


It is expected that the defendant carriers will publish 
rates to and from these and all intermediate points not 
exceeding those fixed herein, and will maintain them as 
maximum rates for a period of not less than two years. 
In order that the rates provided in this case may become 
effective contemporaneously with the rates which we 
require the carriers to establish in the related cases of 
this group of cases, permission is hereby given to make 
them effective in the regular manner on April 1, 1914, 
upon not less than five days’ previous notice to the pub- 
lic and to the Commission. In order to preserve certain 
long-established relationships it will be necessary for the 
carriers to make some readjustments of their rates from 
Peoria and St. Louis to Iowa points, which for the most 
part will involve reductions but in a relatively few in- 
stances, as we are advised, will require rate increases. 
It will be understood that such readjustments may also 
be made effective on April 1, permission to do so on like 
notice being hereby granted. 


RATES TO NORTH CAROLINA POINTS 


(29 I. C. C., 550-558) 

IN THE MATTER OF APPLICATIONS NOS. 8806 AND 
8807, OF THE ATLANTIC COAST LINE RAIL- 
ROAD CO., CHESAPEAKE & OHIO RAILWAY 
CO. NORFOLK & WESTERN RAILWAY CO., SEA- 
BOARD AIR LINE RAILWAY AND SOUTHERN 
RAILWAY CO., FOR THEMSELVES AND ON BE- 
HALF OF M. P. WASHBURN AND THORNTON 
LEWIS, THEIR DULY AUTHORIZED AGENTS, 
AND ON BEHALF OF THEIR CONNECTIONS 
PARTICIPATING IN THE TRAFFIC AS SET OUT 
IN LIST OF PARTICIPATING CARRIERS IN 
AGENT M. P. WASHBURN’S I. C. C. NO. 93, 
AGENT THORNTON LEWIS’ I. C. C. NO. 860 AND 
NORFOLK & WESTERN I. C. C. NO. 3800, SUP- 
PLEMENTS THERETO AND REISSUES THERE- 





OF, FOR RELIEF FROM THE PROVISIONS OF — 


THE FOURTH SECTION RESPECTING CLASS 
AND COMMODITY RATES FROM OHIO RIVER 
CROSSINGS, ST. LOUIS, MO., AND MEMPHIS, 
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TENN., TO STATIONS IN THE STATE OF NORTH 
CAROLINA. 


Submitted Feb. 6, 1914. Decided March 3, 1914. 


Authority should be granted to establish the rates proposed 
from Ohio River crossings and St. Louis, but the rates 
proposed from Memphis should be established as propor- 
tional rates only, applicable on business originating in ter- 
ritory west of the Mississippi River, and so limited in their 
application as to prevent increase of discrimination against 
intermediate points of origin. 


Henry Thurtell for Interstate Commerce Commission. 

R. Walton Moore, M. P. Callaway and Alfred P. 
Thom for petitioners. 

E. L. Travis, W. T. Lee, George P. Pell and T. W. 
Bickett for Corporation Commission of the State of 
North Carolina, intervener. 

J. C, Forester and J. T. Ryan for Chambers f 
Commerce of Greensboro, Rocky Mount and Wilson, 
N. C., North Carolina Wholesale Grocers’ Association, 
Southern Furniture Manufacturers’ Association and Just 
Freight Rate Association of North Carolina, interveners. 

Charles Kimmich for Traffic Bureau of Knoxville, 
Tenn., intervener. 

Littleford, James, Ballard & Frost, Francis B. James 
and E. E. Williamson for Chambers of Commerce of 
Richmond, Norfolk, Petersburg and Roanoke, Va., inter- 
veners. 

Samuel W. Williams and J. G. Pollard for State 
Corporation Commission of Virginia, intervener. 

W. S. Creighton for Charlotte Shippers’ and Manu- 
facturers’ Association and Greater Charlotte Club, in- 
terveners. 

Report of the Commission. 
CLARK, Chairman: 

In these applications relief from the long-and-short- 
haul rule of the fourth section of the act is sought in 
order to establish reduced class and commodity rates 
from the Ohio River crossings, St. Louis, Mo., and Mem- 
phis, Tenn., to stations in the state of North Carolina. 
All rates are stated herein in cents per 100 pounds. The 
rates from Cincinnati and Louisville to all stations in 
the eastern part of the state of North Carolina have 
hitherto been made in the following manner: 

The rates from Chicago to Cincinnati and Louisville 
are subtracted from the rates from Chicago to the Vir- 
ginia cities. The remainders on the first six classes are 
as follows: 

a 26 was B& FT 


These remainders form a set of proportional rates 
from Cincinnati and Louisville to the Virginia cities 
applicable upon business to the Carolinas. To these 
proportional rates are added the rates from the Virginia 
cities to eastern North Carolina points, and the sums so 
formed constitute the through rates from Cincinnati 
and Louisville. On this basis carriers have published 
through rates to the principal points in eastern North 
Carolina. The rates from the Virginia cities so used 
are called proportional rates, but they are in substance 
and effect the local rates. 

The rates from Cincinnati and Louisville to nearly 
all of the stations in the western part of the state of 
North Carolina are constructed by the use of unpub- 
lished proportionals from Cincinnati and Louisville to 
Paint Rock, N. C. These proportionals are 75 per cent 
of the rates from Cincinnati to Atlanta, Ga. To these 
proportionals are added the local rates from Paint Rock 
to the various points of destination, and the sums so 
formed constitute the through rates from Cincinnati and 
Louisville, 
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The rates to nearly all the stations in North Caro- 
lina west of Hildebran are constructed by the use of 
the Paint Rock combination, while the rates to nearly 
all the stations in the state east of that point are 
made by the use of the Virginia cities combination. 

To obtain through rates from the lower Ohio River 
crossings to points in Carolina territory the following 
differentials are added to the rates from Cincinnati on 
classes one to six: 

| es a Se ae 
Louis to Carolina 
classes one to 


To obtain through rates from St. 
territory the following differentials on 
six are added to the Cincinnati rates: 

3¢ 23: 22 2: 2.» 

To obtain through rates from Memphis to points 
in Carolina territory the following differentials are 
added to the Cincinnati rates: 

ee ere Oe 

It will thus be seen that there is a definite and 
fixed relation between the rates from Cincinnati and 
Louisville to these stations in North Carolina and the 
rates from the other Ohio River crossings, from St. 
Louis and from Memphis. In the adjustment that is 
proposed the rates from Cincinnati to North Carolina 
points will be constructed by adding to the proportional 
rates above named to the Virginia cities certain propor- 
tional rates from the Virginia cities which are approxi- 
mately 20 per cent less than the present local rates. 
This has the effect of reducing the through rates from 
Cincinnati and Louisville to the destinations in North 
Carolina, which reductions in most cases are the follow- 
ing, on classes one to six: 

11 8 s 6 6 4 

The rates from the lower Ohio River crossings, 
from St. Louis, and from Memphis will be reduced by 
the same amounts as are the rates from Cincinnati. The 
rates from Ohio River crossings and from St. Louis, if 
authorized, will establish without increase of discrimi- 
nation or any discrimination whatever against inter- 
mediate points of destination via the direct lines. Some 
discrimination will, however, be brought about against 
intermediate points of destination in North Carolina 
upon indirect lines, but these increases appear to be 
in all cases due to the geographical position of the vari- 
points, and the rates grade normally southward 
from the Virginia cities toward the southern border of 
North Carolina. On the rates from Memphis some 
increases in discrimination against points of origin will 
result if these applications are granted. The carriers 
suggest, however, that if the Commission is unwilling 
to allow the readjustment to be made from Memphis 
by changing the local rates as proposed, a set of propor- 
tional rates be published from that point to North Caro- 
lina stations applicable on business coming from west 
of the Mississippi River, and assert that the resulting 
rates will not be less than from intermediate points 
east of the Mississippi River. The carriers operating 
via routes through Knoxville, Tenn., and Atlanta, Ga., 
desire to meet the reductions via the Virginia cities, 
which are outlined above, and in so doing will bring 
about some increases of discrimination against inter- 
mediate points of origin and of destination. 

In order to more clearly show the present and pro- 
posed rates from the points of origin named, when ap- 
plied via the Knoxville gateway, the present and pro- 
posed rates on the first six classes from Cincinnati and 
Louisville to stations on the main line of the Southern 


ous 
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Railway from Knoxville, through Asheville, Hickory, 
Salisbury, Greensboro and Raleigh to Goldsboro, and 
stations on the Atlantic Coast Line Railroad, south of 
Goldsboro to Wilmington, are here shown: 


Rates from Cincinnati and Louisville 
to Stations on the Southern Ry. 1 


East of Knoxville to and including 
Asheville: 
Present 
Proposed 
Biltmore: 
Present 
Proposed 
Azalea and Swananoa: 
Present 
Proposed 
Black Mountain: 
Present 
Proposed 
Ridgecrest: 
Present 
Proposed 
Old Fort: 
Present 
Proposed 
Greenlee: 
Present 
Proposed 
Marion: 
Present 
Proposed 
Nebo to Hildebran, 
Present 
Proposed 
Hickory: 
Present 
Proposed : 
Conover to Eufola, inclusive: 
Present ; 
Proposed 
Statesville to Salisbury, inclusive 
Present ° 
Proposed 7"? 
Spencer to Lexington, inclusive: 
Present 
Proposed, .. ..0<cccvcccevee sefinliin 
Thomasville and High Point 
Present a 
Proposed 
Jamestown: 
Present 
Proposed 
Greensboro to Goldsboro, 
Present 
Proposed 
Rates from Cincinnati and I ouisville 
to Stations on the Atlantic Coast 
Line R. R. ; 
Dudley to Gordon, inclusive: 
Present 
Proposed 
Wilmineton: 
Present 
Proposed 


The present rates from Cincinnati to Durham and 
Winston-Salem via the Norfolk & Western Railway are: 


“4. Ti. 8.4.23... 


while the proposed rates are: 
s2 70 56 40 33 27 


It will be seen from the above that the disparities now 
existing between the rates to stations on the line of 
the Southern Railway, Old Fort to Hildebran, inclusiv« 
as compared with the rates to stations Greensboro t 
Goldsboro, inclusive, are the following on classes on: 


to six: 


inclusive: 


inclusive: 


86 53 
78 d 47 


68 53 41 3: 


68 41 


on. ae ae eee 


while if the proposed adjustment is authorized the 
sulting differences will be as follows: 
Wt 28: Sh. TO 


The stations on the Southern Railway between Ash: 
ville and Knoxville now take higher rates than do th: 
stations Greensboro to Goldsboro, inclusive, while tl 
reductions which are made to the first-named stations 
less than to those last named. This results in 
some increases in discrimination to these intermediat: 
points. Upon the whole, however, the reductions pr 
posed have the effect of decreasing discrimination again:' 
intermediate points, for the reason that the higher rate! 


are 
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points, Old Fort to Hildebran, inclusive, receive larger 
reductions than do the stations east thereof now taking 
lower rates made via the Virginia cities. The reduc- 
tions also have the effect of decreasing discrimination 
against all these points as compared with the rates in 
effect through the Virginia cities to Wilmington, New- 
bern and other coast points. No reductions are made 
to the coast points, while the reductions to most of the 
interior points on classes one to six are: 
te Se 

The reductions named apply to approximately 700 
stations in the state of North Carolina, including most 
of the larger cities in that state, such as Charlotte, 
Greensboro, Goldsboro, Raleigh, Salisbury and States- 
ville. Greater reductions than those named above are 
made to approximately 120 stations, and less reductions 
than those named are made to about 250 stations. The 
net result is to reduce the through rates from the points 
of origin named to practically all the stations in North 
Carolina approximately 10 per cent. 

Some consideration must be given to the effect of 
these reductions upon stations on the route of the South- 
ern Railway through Asheville to North Carolina points. 
The present rates from Knoxville to Greensboro on 
classes one to six are as follows: 


84 74 64 50 43 30 


These are higher than the proposed rates from Cin- 
cinnati to Greensboro by the following differences: 


2 ae a, 


Some revision of the rates from Knoxville and 
other points is proposed, and the effect of this revision 
may be summarized as follows: 

Rates from Knoxville, Jellico, Harriman and Chat- 
tanooga, Tenn., to points in North Carolina will not ex- 
ceed the proposed reduced rates from Cincinnati to 
Salisbury and points west thereof. 

Revised rates from Knoxville and Morristown to 
Salisbury will not exceed the revised rates from Cin- 
cinnati to Salisbury. 

Revised rates from Morristown, Knoxville, Middle- 
boro, Jellico, Harriman and Chattanooga to points west 
of Salisbury will not exceed the rates to Salisbury. 

Revised rates from Morristown, Knoxville, Middle- 
boro, Jellico, Harriman and Chattanooga will be ob- 
served as maxima from intermediate points of origin. 

To that portion of North Carolina east of Salisbury 
and Charlotte to which the proposed rates from Cin- 
nati are the same as to Charlotte, Salisbury and States- 
ville, the present rates from Cincinnati are not lower 
than from Knoxville. The rates from Knoxville will 
exceed the proposed rates from Cincinnati to the fol- 
lowing extent on classes one to six: 


Sechn Beh Oe 
To Greensboro and points to which the proposed rates 
‘rom Cincinnati are the same as to Greensboro, the pres- 
*nt rates from Knoxville, as to which no change is 
proposed, exceed the proposed rates from Cincinnati to 
the following extent on classes one to six: 

S.. ££ Hf 22%:.8 

In brief, it may be said that the effect of these re- 

ductions will be to bring about some increases in dis- 
crimination against Knoxville, Morristown, and other 
points, as compared with Cincinnati, in rates to the ter- 
ritory lying east of Salisbury, but there will be no dis- 
crimination against Knoxville as a point of origin in 
rates to the territory lying west of Salisbury. 
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The proposed reductions are the result of compro- 
mise and agreement between the carriers operating in 
the state of North Carolina on the one hand and the 
Corporation Commission of North Carolina and other 
state officials and authorities representing the shipping 
interests of that state upon the other. The corporation 
commission, through its chaiman and the attorney-general 
of the state, intervened in this proceeding, earnestly 
urging that the applications be granted. The Board of 
Trade of Morristown, Tenn., filed a petition of inter- 
vention, but did not appear at the hearing. The Cor- 
poration Commission of Virginia also filed a petition of 
intervention, and the attorney-general of that state ap- 
peared at the hearing and the argument and filed a 
brief opposing the granting of the applications. The 
Traffic Bureau of Knoxville, through its manager, ap- 
peared at the hearing and filed a brief in opposition to 
the applications. The chambers of commerce of Rich- 
mond, Norfolk, Petersburg and Roanoke, Va., intervened 
and presented testimony and argument opposing the 
applications. 

The city of Knoxville urges that it is intermediate to 
Cincinnati and Louisville on the routes from those cities 
to North Carolina via Asheville and is approximately 300 
miles nearer to all stations in North Carolina than is 
Cincinnati, and that the rates from Knoxville to North 
Carolina points should in no case exceed the rates from 
Cincinnati. Knoxville is 310 miles from Cincinnati and 
286 miles from Louisville and is directly intermediate 
on the Asheville route from those cities to Carolina points. 
The short route to all that portion of North Carolina 
west of Greensboro and to some of the southern portion 
of the state is via Asheville. Knoxville is approximately 
300 miles nearer to destinations in the western and 
southern portions of North Carolina than is either of 
the Ohio River eities named. The short line, however, 


from Cincinnati and Louisville to the eastern and north-, 


ern portions of the state is via the Virginia cities and 
the density of traffic of the lines operating via those 
gateways very greatly exceeds that of the line through 
Knoxville. The revised rates from Knoxville to Salisbury 
and points west thereof will not exceed the proposed 
rates from Cincinnati. The proposed rates from Cin- 
cinnati to stations east of Salisbury will be established 
without discrimination via direct lines through the Vir- 
ginia cities. The line through Asheville is operated 
through a mountainous and sparsely populated territory 
and is clearly at a disadvantage in making rates to the 
territory east of Salisbury. It may well be as a final 
and permanent determination that the rates from Knox- 
ville to much of this territory should not be higher than 
from Cincinnati. These applications are, however, for 
a temporary order authorizing the carriers to establish 
and continue the rates proposed only until such time as 
the Commission may act upon their general applications 
for relief from the provisions of the fourth section with 
respect to rates from the Ohio River crossings, St. Louis 
and Memphis to Carolina territory. There is nothing in 
the testimony on behalf of Knoxville that points to the 
conclusion that any of the present distributing territory 
of Knoxville will be taken away by reason of this pro- 
posed adjustment. 

The objection made by the Virginia cities and by the 
Corporation Commission of Virginia to the proposed ad- 
justment may be stated as follows: That the advantage 
hitherto possessed by the Virginia cities is an advantage 
to which they are entitled by reason of their location 
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on strong lines of railroad enjoying a high traffic density. 
The establishment of these rates to Carolina points is 
an attempt on the part of North Carolina shippers to 
take away from the Virginia cities an advantage right 
fully theirs. It is further urged that the establishment 
of these rates by the carriers is not a voluntary act upon 
their part, but has been brought about by duress and 
eoercion exercised by the governor, the legislature and 
the Public Service Commission of the state of North 
Carolina, and that the proposed adjustment of rates to 
North Carolina is the price of a dearly purchased peace 
between the carriers of North Carolina and the shippers, 
newspapers and public officials of that state. However 
brought about, the duty of this Commission is to examine 
the rates themselves, their relationship one to another, 
their effect, and to determine under all the circumstances 
what is the just, the reasonable and the lawful thing to do. 

By the establishment of these rates the discrimination 
in rates from all the points of origin named to all the 
destinations involved in North Carolina will be diminished 
as compared with the rates to the ports and as com- 
pared with the rates to the Virginia cities via the routes 
through Asheville and Atlanta. No discrimination will 
be increased as to points of origin via routes through 
the Virginia cities. No discrimination will be increased 
as to points which are intermediate to the North Caro- 
lina ports, and as to all those points the discrimination 
against such points as compared with rates to the ports 
will be diminished. The route through Asheville which 
is the route seeking the main relief is at a substantial 
disadvantage as against its competitors through the Vir- 
ginia cities. No particular present hardship will result 
to Knoxville, Morristown and other intermediate points 
of origin. 

The proposed rates from Memphis may be established 
as proportional rates applicable on traffic originating in 
territory west of the Mississippi River and may be estab- 
lished without increase of discrimination against inter- 
mediate points of origin. 

In Charlotte Shippers’ Assn. vs. S. Ry. Co., 11 I. C. C., 
108, the Commission had occasion to examine the rates 
from western points to Charlotte and other points in 
North Carolina. We then found the low rates to the 
Virginia cities and the relatively high rates to points in 
North Carolina to be a source of irritation and complaint, 
and the view was expressed that such rates would always 
be regarded by the shippers injustice and that 
their discontent would prove an embarrassment to the 
roads. The Commission recommended that the carriers 
consider the establishment of rates which should be 
produced by the addition to the proportional rates to the 
Virginia cities of something less than the full locals from 
the Virginia cities to points of destination in North 
Carolina. That, as we see it, is what will be brought 
about by this adjustment, and we fail to see in the con- 
tention of the Virginia cities how undue discrimination 
or any discrimination whatever against those cities will 
result from the proposed adjustment, which, in principle, 
accords with the adjustment prescribed by us for Durham 
and Winston-Salem in Corporation Commission of N. C. 
vs. N. & W. Ry. Co., 19 I. C. C., 303 [Traffic World, July 
16, 1910, p. 126]. An order will be entered authorizing 
the establishment of the rates proposed from the Ohio 
River cities and St. Louis and the establishment of the 
proposed proportional rates from Memphis. 


as an 
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FOURTH SECTION ORDER NO. 3694. 
Class and Commodity Rates. 

A public hearing having been held, and full inves. 
tigation of the matters and things involved in the above. 
described applications having been had: 

It is ordered, That pending the action of the Com. 
mission upon any of the applications for relief from the 
provisions of the fourth section, filed by the carriers 
or their agents on or before Feb. 17, 1911, respecting class 
and commodity rates from the Ohio River cities and St 
Louis, Mo., to North Carolina points, the petitioners 
herein be, and they are hereby, authorized to establis} 
rates named in the applications as amended, from the 
Ohio River cities and St. Louis, Mo., via the Virginia 
cities and via routes through Atlanta, Ga., Asheville, 
N. C., and Johnson City, Tenn., to North Carolina points 
and to establish proportional rates as proposed in the 
applications as amended from Memphis, Tenn., to North 
Carolina points applicable on business coming from sta- 
tions west of the Mississippi River, provided such rates 
from Memphis be so limited in their application as to 
prevent increase in discrimination against intermediate 
points of origin; but the Commission does not hereby 
approve any rates that may be filed under this authority, 
all such rates being subject to complaint, investigation 
and correction if in conflict with any provision of the act 

It is further ordered, That when the Commission 
passes upon any application for relief from the provisions 
of the fourth section with respect to the rates herein 
referred to, the order issued with relation thereto will 
automatically cancel the authority herein granted as to 
the rates covered and affected by such order. 


STORAGE CHARGE REASONABLE 


CASE NO. 5472 (29 I. C. C., 559-561) 
CHARLES K. PARRY & CO. VS. PENNSYLVANIA RAIL- 
ROAD CO. 

Submitted May 10, 1913. Decided Oct. 10, 1913 

Charges collected by defendant for the storage of a carload 
lumber at Camden, N. J., not found to have been unreaso: 
able or unjustly discriminatory. Complaint dismissed. 

Walter B. Saul for complainant. 
Henry Wolf Bikle for defendant. 


Report of the Commission. 


By the Commission: 

Charles K. Parry is engaged in the wholesale lumber 
business at Philadelphia, Pa., under the name of Charles 
K. Parry & Co. By complaint filed Jan. 23, 1913, he as 
sails as unreasonable and unjustly discriminatory certain 
charges collected by defendant for the storage at Camden 
N. J., of an interstate carload shipment of lumber. The 
shipment was consigned to complainant and arrived at 
Camden on Sept. 18, 1911, and in accordance with instru 
tions by complainant was placed for delivery to C. 
Coles & Sons. The lumber was refused by Coles & Sous 
and on Oct. 13, 1911, complainant was notified of such 1 
fusal, with request for further instructions. At the samé 
time he was advised that if an order for the disposition 
of the car was not furnished on or before Oct. 16, 19 
the number would be unloaded and stored at owner’s risk 
and expense. No order was given by complainant, and 
on Oct. 31, 1911, the lumber was unloaded by defendant 
in its yard at Camden, near other lumber stored for i's 
own use, at the most suitable available place for its sa‘e 
storage. On May 17, 1912, complainant was again 
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quested by letter to advise disposition of the lumber, and 
the record indicates that like request was several times 
made by telephone. No instructions wére given, how- 
ever, until Oct. 7, 1912, when complainant directed that 
the shipment be forwarded to another destination, which 
was done, Certain demurrage charges accrued before the 
car was unloaded, and there were also charges for un- 
loading and reloading. As to these charges complainant 
makes no objection. 

There is published in defendant’s tariff a provision 
relating to storage of carload freight, which was in effect 
during the time the lumber remained in storage, the 
material parts of which are as follows: 


Coarse carload freight, such as scrap iron, structural iron, 
iron pipe, rough stone, rough lumber, cooperage stock, or similar 
freight not handled through the railroad company’s warehouse, 
which is unduly delayed on account of refusal, or which may be 
unclaimed or undelivered for any other cause, may be unloaded 
from cars upon the property of the company, when practicable, 
subject to a charge : to cover cost of unloading and 

an additional rental charge while on the property of 
the company Sundays and legal holidays not included, 

if held over six (6) days not in excess of $1 
per car per day. 

Under this provision the defendant assessed against 
the shipment rental or storage charges for 288 days, at 
the rate of $1 per day, excluding Sundays and legal holi- 
days, amounting to $288. No question is raised as to 
the tariff authority for the charge, but complainant alleges 
that $1 per day was unreasonable and unjustly discrimi- 
natory, and reparation is asked on the basis of a reason- 
able charge for the service rendered. 

To sustain its contention, complainant refers to an- 
other provision contained in defendant’s tariff to the effect 
that lumber not susceptible to damage by exposure to 
the weather, arriving in carloads at Philadelphia, Pa., 
via defendant’s line, may, when storage space is available, 
be unloaded by the owner from the cars and stored in 
defendant’s yards at Ingleside station, Norris street, 
North Philadelphia, and Tioga street, at a charge of $2 
per month or fraction thereof. The allegations of un- 
reasonableness and of unjust discrimination appear to 
be based entirely upon the fact of the lower storage 
charge in effect at the points named in Philadelphia. 
No other evidence upon the issues was submitted at the 
hearing. 

In explanation of the situation at Philadelphia it was 
testified that defendant owns certain real estate in that 
city and in order to stimulate the shipment of lumber via 
its lines, instead of via the water route, it established 
this low and non-compensatory storage charge; that the 
same low storage rate has not been established at Cam- 
den, though just across the river from Philadelphia, for 
the reasons, (1) that defendant owns no ground available 
for the purpose at that point, and (2) that the inducements 
thereto from competitive conditions are not such as ob- 
tain at the larger lumber market in Philadelphia. 

The charge provided for in defendant’s tariff, to be 
assessed in cases like the one now before us, is not 
imposed for the purpose of gain or profit, but as a means 
of preventing accumulation on the property of the carrier 
of lumber or other freight of the kinds described, and 
of avoiding congestion and inconvenience that must 
necessarily result from such accumulation. The record 
shows that defendant endeavored at various times to 
secure from complainant an order for the disposition of 
the lumber in question, so as to clear its yard. There 
is evidence of record which tends to show that the lumber 
might have been stored at some place in Camden pro- 
vided with facilities for such service at from $12 to $15 
per month. The question here, however, is not as to the 
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reasonableness of the charge from a viewpoint of com- 
pensation for the service. The purpose of the tariff was 
rather to impose a charge that would serve to prevent 
the unnecessary and improper accumulation of lumber 
and other coarse carload freight at stations on defendant’s 
lines, by making it of interest to shippers to promptly 
provide for the disposition of such freight. The storage 
charge is not confined to Camden, but with few excep- 
tions applies generally to stations on defendant's lines. 

The record discloses no unjust discrimination against 
the complainant. He is a dealer in Philadelphia and has 
the benefit of the storage charges at the points named 
in that city. If discrimination were involved at all, it 
would be discrimination against Camden and not against 
this complainant. We are not informed of any complaint 
by the business interests of Camden, or by any lumber 
dealer at that point, against the situation as it now 
exists. 

In finding as we do in this case we must not be 
understood as approving the present form of defendant’s 
tariff rule hereinbefore quoted. The statement that the 
charge for unloading and storing will be “not in excess 
of $1 per car per day” is not a clear and definte state- 
ment of what the charge will be. The rule should be 
made specific and definite without delay. 

Under the facts of record we do not find the charges 
complained of to have been either unreasonable or un- 
justly discriminatory. An order will be entered dismissing 
the complaint. 





ORDER. 

This case being at issue upon complaint and answer 
on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having on the date hereof made and filed a report con- 
taining its findings of fact and conclusions thereon, which 
said report is hereby referred to and made a part hereof: 

It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 


NO REFUND ON LOST TICKET 


CASE NO. 5403 (29 I. C. C., 526-529) 
DAVID E. MILLER VS. ATLANTIC COAST LINE RAIL- 
ROAD CO. ET AL. 


Submitted May 5, 1913. Decided Feb. 9, 1914. 


Defendants’ tariff provides that they will not redeem any form 
of passenger transportation which has been mislaid, lost, 
destroyed or stolen, and that requests for redemption of 
unused passenger tickets will be honored only when such 
requests are accompanied by the unused transportation; 
Held, That these conditions are not unreasonable. 


Herman Moskowitz for complainant. 
R. Walton Moore for defendants. 


Report of the Commission. 


BY THE COMMISSION: 

This complaint is brought by Martin Klinger in be- 
half of David E. Miller, a minor, hereinafter called the 
passenger. By complaint, filed Jan. 2, 1913, complainant 
seeks an order requiring defendants to refund the value 
of the unused portion of a ticket issued for passage from 
Albany, Ga., to Philadelphia, Pa., which was lost by the 
passenger while en route. 

On Aug. 19, 1912, the passenger purchased from the 
Atlantic Coast Line Railroad Co., hereinafter called the 
rail carrier, a through first class limited ticket from 
Albany, Ga., to Philadelphia, Pa., via the rail carrier to 
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Savannah, Ga., and the line of the Merchants’ & Miners’ 
Transportation Co., hereinafter called the ocean carrier, 
to destination. The amount paid for the ticket was $22.80, 
based upon $5.25, Albany to Savannah; 50 cents, transfer 
charge at Savannah, and $17.05, Savannah to Philadelphia. 
While en route to Savannah the portion of the ticket 
entitling the passenger to transportation beyond that 
point was lost by him and never recovered. On Aug. 20, 
1912, the passenger purchased another ticket for trans- 
portation from Savannah to Philadelphia for $17.05, and 
same steamer reservation that had been 
under the original ticket. About one hour after 
arrival at Savannah the passenger notified the ocean 
carrier that he had lost his ticket, and on Sept. 5, 1912, 
the rail carrier was also notified of such loss. There is 
nothing of record to indicate that the portion of the ticket 
not used by the passenger has ever been honored for 
transportation. 

Complainant contends that, inasmuch as no evidence 
was presented by defendants to show that the lost por- 
tion of the ticket had been used or redeemed, refund 
should be made to him in the sum of $17.05. 

The witness for the rail carrier testified that claims 
for redemption of unused portions of passenger tickets 
are filed in the accounting offices of that company under 
the names of the claimants, and that it keeps no other 
reference to such claims; that it is impracticable to keep 
a record of the ticket numbers of the unused transporta- 
tion received for redemption; that it would involve much 
additional cost if it were required to make refund in 
connection with lost tickets and in connection with such 
claims to search its files to ascertain whether a ticket 
bearing a particular number had previously been re- 
deemed; that the average number of claims filed with 
the rail carrier for redemption of passenger tickets is 
over 5,000 per year, and that it is possible that the unused 
portion of the ticket in question has been redeemed by 
some person other than the original passenger, although 
under its present accounting system the rail carrier is 
unable to determine whether this is a fact. 

The material parts. of the issuing carrier’s tariff gov- 
erning the redemption of passenger tickets are as follows: 


obtained the 
made 


This company will not redeem any form of passenger trans- 
portation which has been mislaid, lost, destroyed or stolen. 

Reauests for redemption of unused passage tickets will be 
honored only when such requests are accompanied by the un- 
used transportation. 


Defendants contend that they should not be compelled 
to protect passengers against the result of their own 
negligence; that, admitting the facts to be as alleged 
by the passenger, the regulations of the carriers must 
take into account all sorts of persons and conditions, 
and that if compelled to make refund on tickets alleged 
to have been lost, they would be obliged to adopt burden- 
some practices and records in order to protect themselves 
as far as possible against fraudulent demands. 

Conference Ruling No. 238 is as follows: 


If a limited passenger ticket is lost or destroyed before be- 
ing used (and no error or neglect of a carrier’s agent is in- 
volved), it is not unlawful for the carrier, after the limit of the 
ticket has expired, to refund to the passenger the extra fare 
paid as a result of such loss or destruction, provided the loss 
or destruction, the identity of the claimant as the original 
holder. and the fact that the extra fare was paid for travel by the 
original holder over the route and within the limit of the lost 
ticket. are clearly and definitely proved in a form that becomes 
a part of the record in the case; and provided it is clearly 
shown that such ticket has not been used or redeemed bv any 
other person. Such action should be withheld for a sufficient 
period of time properly and reasonably to guard against the 
lost ticket being redeemed or used by some person other than 
the original holder. 


The conference ruling, however, goes only to the ex- 
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tent of stating that under the circumstances described 
such refund would not be unlawful. We are now con- 
fronted with the question whether we should require such 
refund to be made. The case is important, because there 
is nothing in the record which would differentiate this 
claim from thousands of others against practically all rai! 
carriers in the country; and any ruling in this case must 
necessarily establish a precedent to be followed in similar 
cases. 

In Namm vs. P.. R. R. Co., Unreported Opinion No 
A-394, witnesses for the Pennsylvania Railroad Co. set 
forth at length the reasons why their company refuses 
to make refunds on lost passenger tickets. Those facts 
were not stated in the Commission’s opinion, because 
the case was decided upon another point. We think, 
however, that in reaching a decision which cannot be 
limited in application to this single claim, but must 
necessarily affect all rail carriers, we may refer to the 
evidence of record in other cases. In the Namm case 
the Pennsylvania Railroad Co. showed by exhibits stating 
the result of actual experiments, the additional expense 
to which it would be subjected in order to check its 
tickets for the purpose of determining, in case of claim 
for refund on a lost ticket, whether such ticket had been 
used or redeemed by the claimant or some other person 
It appeared that it would be necessary for that company 
to check more than 52,000,000 tickets per year; and, as 
suming for the clerical force engaged in such work an 
average wage of $40 per month, and based upon the time 
within which the average clerk could examine 1,(00 
tickets, the expense of checking 52,000,000 tickets per 
annum would exceed $68,000. 

It further appeared that even if this expensive ac 
counting system were adopted it would not necessarily 
protect the company against fraudulent claims for re 
funds. For example, if a passenger traveled on the ordi- 
nary single coupon ticket between local points on the 
Pennsylvania Railroad, as from Pittsburgh, Pa., to Wash 
ington, D. C., the ticket would be retained by the pas- 
senger until he reached the point at which the last con- 
ductor on the route took charge of the train. Conse 
quently, on the trip stated, a passenger could use a ticket 
from Pittsburgh to Washington for transportation as far 
as Baltimore, Md., there leave the train and destroy the 
ticket, after which he could make claim and obtain ré 
fund from the railroad for the entire value of the ticket 

Several cases involving lost tickets have already been 
before the Commission. In Hill vs. P. R. R. Co., 25 1. C. C., 
650 [Traffic World, Feb. 1, 1913, p. 294], and Edelsten v: 
P. R. R. Co., 26 I. C. C., 359 [Traffic World, April 5, 1913, 
p. 748], the Commission approved certain regulation: 
which prohibited refund for the unused portion of “punch 
cancellation” commutation tickets and mileage tickets 
respectively, both of which were purchased at a substa! 
tial reduction from the regular fares. In the forme! 
case the commutation ticket was valid for transportation 
for one year from date of purchase, and no report 
audit was made by defendant except for the first an’ 
last trips under the ticket. In the latter case the mileace 
ticket was valid for transportation of bearer for o' 
year from date of purchase over all lines of the Penn- 
sylvania Railroad system east of Buffalo and Pittsbure 
and the coupons were not audited in such manner 
to show how many coupons of a particular book had be«! 
used. In Moore vs. N. Y. & L. B. R. R. Co., 20 I. ©. C., 597 
[Traffic World, April 22, 1911, p. 725], the carrier’s r 
relating to refund on commutation tickets lost by t 
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holder thereof provided, among other conditions, that re- 
fund would be made only when the lost ticket had been 
found and returned to the proper officer of the issuing 
company. Upon the record in that case the Commission 
held that the rule in question was unjustly discriminatory. 

Upon the facts of record in this case, and re-exami- 
nation of the records in the cases above cited, we have 
reached the conclusion that it would be unjust and unfair 
to the carriers, and involve them in additional expense 
out of all proportion to the results to be obtained, if we 
were to require them to make refunds of the value of lost 
passenger tickets. It follows that the complaint in this 
case must be dismissed and it will be so ordered. 





ORDER. 

This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by the 
parties, and full investigation of the matters and things 
involved having been had, and the Commission having, 
on the date hereof, made and filed a report containing its 
findings of fact and conclusions thereon, which said report 
is hereby referred to and made a part hereof: 

It is ordered, That the complaint in this proceeding 
be, and it is hereby dismissed. 


STRAW RATES TO ALTON, ILL. 
|. AND §. NO, 277. (29 I. C. C. 562-564) 


Submitted Nov. 17, 1913. Decided March 3, 1914. 


Proposed increased rates on straw from Missouri points to Al- 
ton, Ill., found reasonable and order of suspension vacated. 


A. B. Cronk and Isaac Born for Alton Box Board 
& Paper Co. 
R. D. Williams and C. S. Burg for Missouri, Kan- 


sas & Texas Railway Co. 


‘Report of the Commission. 
McCHORD, Commissioner: 

Rates on straw under review were first published 
by the Missouri, Kansas & Texas Railway Co. in 1910, 
at the request of the Alton Box Board & Paper Co., 
a concern established about that time at Federal, IIl., 
for the manufacture of strawboard. Missouri, Kansas 
& Texas Railway tariff, I. C. C. No. A-3541, provides 
joint proportional commodity rates on straw in car- 
loads from stations on the Missouri, Kansas & Texas 
Railway, in Missouri, to Alton, Ill, when destined to 
Federal. Supplement No. 1 proposes’ cancellation 
of this tariff, the result being application of the spe- 
cifie commodity rates to Alton proper. Alton is 
located 26 miles north of St. Louis, on the east bank 
of the Mississippi River, and Federal is 2 miles south- 
east thereof, on the line of the Illinois Terminal Rail- 
road Co. A charge is made by the Illinois Terminal 
Railroad Co. of $2 per car on straw from connecting 
lines at Alton to industries located at Federal. 

The tariff in question was suspended upon protest 
of the Alton Box Board & Paper Co. 

The proportional rates range from 5 cents at West 
\lton, Mo., to 6% cents at North Jefferson, the latter 
point 122 miles distant from Alton. To Aiton proper 
the present rates are from 5% cents to 9% cents. 
Rates to Alton bear a bridge toll of 1% cents per 100 
pounds. The effect of the proposed cancellation will 
be to replace straw on the same basis with hay, 
a8 is usual in western and official classification terri- 
tories. This would bring about an increase of from 
three-fourth cent to 3 cents per 100 pounds. However, 
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a large part of the straw shipments originate between 
West Alton and St. Charles, Mo., nearby points, from 
which places the increase is from three-fourths cent 
to 1 cent. 

The Missouri, Kansas & Texas Railway Co. asserts 
that the low rates were predicated upon an _ under- 
standing with protestant that it would receive a liberal 
share of the outbound movement of the manufactured 
product, which, it was agreed, would be in the ratio 
of one ton of the product to two of the raw material; 
that this agreement has not been adhered to by the 
protestant; that such respondent has been given the 
short haul on much of the outbound movements which 
it has received; and that the revenue on the traffic 
has been too small to warrant the continuance of the 
low rates under existing conditions. The protestant 
claims that it has substantially lived up to its agree- 
ment with this respondent when allowance is made 
for the accumulated tonnage of the raw material in 
its yards, and that the present rates are more than 
compensatory. We are asked to condemn the _ in- 
creased rates, to declare unreasonable those now in 
effect, and to prescribe reasonable charges for the 
future. 


The rates in question will be considered without 
regard to the agreement stated, which is extraneous 
to the issue. The reasonableness of a rate must be 
determined irrespective of contractural obligations of 
a particular shipper. It is in evidence that in central 
freight association territory a scale of rates is em- 
ployed based upon a charge of $7 per car of 38 feet 
6 inches and under for a 50-mile haul, and $1 for 
each additional 25 miles. This scale is applied by 
roads east of the Mississippi River to Federal, and 
other Illinois points operating board mills, although 
Federal is not in central freight association territory. 
While this has value for the purpose of comparison, 
it is by no means conclusive of the unreasonableness 
of rates in western territory. Aside from the fact 
that rates in central freight association territory are 
upon a lower basis generally than in western territory, 
strawboard may also be manufactured of scrap paper, 
and whereas 20 years ago 80 per cent of the board 
was made of straw, less than 6 per cent is now built 
of that material as a result of conditions in cities 
where more material may be had directly. It is, there- 


fore, not improbable that this has had its influence 
upon the straw rates in central freight association 
territory. 


Emphasis is given the fact that the Chicago, Bur- 
lington & Quincy Railroad has in effect a joint com- 
modity rate of 5% cents to Federal from points east 
of Mexico, Mo. On thé other hand, the Wabash Rail- 
road publishes, from this general territory to Federal, 
through joint rates via East St. Louis of from 8 cents 
to 9% cents per 100 pounds. The Missouri Pacific 
Railway has established, via Hast St. Louis, joint com- 
modity rates on straw to Alton and Federal, ranging 
from 8% cents per 100 pounds at Lake Junction, Mo., 
to 11% cents per 100 pounds at Jefferson City, Mo. 
This portion of the line of the Missouri Pacific runs 
along the south bank of the Missouri River and 
parallel with the Missouri, Kansas & Texas Railway, 
which extends along the north bank of the river. 
Although in the case of the Wabash and Missouri 
Pacific roads the terminal expenses may be some- 
what greater than that of the Missouri, Kansas & 
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Texas Railway, it is evident that the difference would 
not account for the variance in the respective rates. 

As heretofore stated, the proportional rates are 
from 5 cents to 6% cents, and the current rates to 
Alton proper, 5% to 9% cents. This would indicate 
that the application of the present proportional rates 
and switching charge results, with few exceptions, 
in lower through rates than apply on shipments to 
Alton proper. A _ statement of the straw movement 
into Federal from points of origin named in the tariff 
from April, 1911, to and including July, 1913, shows 
that the average haul was 49.7 miles, average weight 
per car 27,455 pounds, and the average revenue per 
ear after deducting bridge toll $9.30. 

The testimony is that thefe are no strawboard 
mills in Missouri on the line of the Missouri, Kansas 
& Texas Railway, and no movement of straw was 
made from its stations prior to the establishment of 
the mill at Federal, thereby indicating that operation 
of the mill has given to the commodity a commercial 
value which theretofore it did not have. This of itself 
is not sufficient to condemn the proposed increased 
rates, which, upon all the facts of record, we find 
to have been justified by the respondents. An order 
will be entered vacating the suspension. 


ORDER. 

That on June 27, 1913, the Com- 
investigation concerning the 
propriety of the increases and the lawfulness of the 
rates, charges, regulations, and practices stated in 
the schedules contained in a tariff designated as fol- 
lows, Missouri, Kansas & Texas Railway Co., supple- 
ment No. 1 to I. C. C. No. A-3541, and subsequently 
ordered that the operation of said schedule be sus- 
pended until April 29, 1914; 

It further appearing, That a full 
the matters and things involved has been had, and 
that the Commission, on the date hereof, has made 
and filed a report containing its findings of fact and 
conclusions thereon, which said report is hereby re- 
ferred to and made a part hereof: 

It is ordered, That the order of the Commission 
heretofore entered in this proceeding suspending thé 
operation of said schedules be, and it is hereby, va- 
cated and set aside as of April 1, 1914. 

It is further ordered, That a copy hereof be forth- 
with served upon the carriers respondent herein, par- 
ties to said schedules, and that a copy hereof be filed 
with said schedules in the office of the Commission. 


It appearing, 
mission entered upon an 


investigation of 


TOMATOES FROM JACKSONVILLE 


1. AND S. NO. 352 
Submitted Jan, 14, 1914. 


Proposed increase in the proportional rates from Jacksonville, 
Fla., to destinations west of the Mississippi River, applicable 
on tomatoes originating at points on the Florida East Coast 
Ry., not justified. 


M. Carter Hall for Florida East Coast Railway Co. 
G. R. Williams for Chase & Co. 
J. F. Thomas for H. C. Schrader Co. 


(29 I. C. C., 522-523) 


Decided March 2, 1914. 


Report of the Commission. 
CLEMENTS, Commissioner: 
The proposed increase under investigation is in the 
proportional rates from Jacksonville, Fla., to destinations 
west of the Mississippi River, applicable on tomatoes 


THE TRAFFIC WORLD 


Vol. XIII, No. 12 


originating at points on the Florida East Coast Railway. 
The tariff carrying the same, supplement No. 2 to frui 
and vegetable tariff No. 6, I. C. C. No. 223, of the Florida 
East Coast Railway Co., has been suspended until April 
14, 1914. No change in the proportional rates to Jackson. 
ville is proposed. 

Proportional rates on tomatoes from Jacksonville to 
points west of the Mississippi River are based on the 
lowest combination. Kansas City, Mo., is cited as an 
illustrative point of destination, the present proportional 
rate from Jacksonville being 39 cents per standard crate 
of 50 pounds, minimum 24,000 pounds (480 crates), based 
on 30 cents to Cairo, Ill., and 9 cents beyond; and that 
proposed 41% cents, minimum 20,000 pounds (400 crates) 
The increase is in the proportion of the lines west of the 
river and follows the change in the rating of tomatoes 
under Western Classification from class C, minimum 24. 
000 pounds, to fifth class, minimum 20,000 pounds. 
minimum applicable to Jacksonville is 21,000 pounds (420 
crates). 

The only respondent represented at the hearing was 
the Florida East Coast Railway Co., and it appears from 
the testimony that the present rates are more satisfactory 
to it and to is shippers than those proposed, for the rea- 
son that under the higher premium heavier loading is 
secured, resulting in a saving of equipment which in 
times of car shortage incident to the heavy movement of 
produce in the spring is important to both carrier and 
shipper. The change in the rating of tomatoes referred 
to, which was allowed provisionally in In the Matter of 
Suspension of Western Classification No. 51, 25 I C. C,, 
442 [Traffic World, Jan. 4, 1913, p. 5], and the resulting 
uniformity in minimum on shipments of tomatoes from 
Jacksonville, the lower minimum generally being applica 
ble to points on or east of the Mississippi River, are 
the arguments advanced for allowing the increase. There 
is no showing that the present rates are unremunerative. 

It was stated that in the rerating of tomatoes the 
western carriers had under consideration their movement 
in a practically ripe condition, under refrigeration, and 
that those shipped from Florida are green, move under 
ventilation, and can be safely loaded to 24,000 pounds 
It was stated that the decrease in minimum would not 
offset the increase in rate. 

Upon consideration of all the facts of record we are 
of opinion that the respondents have not justified the 
proposed increase. An order will be entered requiring 
the cancellation of the tariff under suspension and the 
maintenance of the rates now in effect for the statutory 
period. 


The 


ORDER. 

It appearing, That on Dec. 12, 1913, the Commission 
entered upon an investigation concerning the propriety 
of the increases and the lawfulness of the rates, charges, 
regulations and practices stated in schedules contained 
in a tariff designated as follows: Florida East Coast 
Railway, supplement No. 2 to I. C. C. No. 223, and ordered 
that the operation of said schedules contained in said 
tariff be suspended until April 14, 1914; 

It further appearing, That a full investigation of tle 
matters and things involved has been had and that the 
Commission, on the date hereof, has made and filed a 
report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and made 
a part hereof: 

It is ordered, That the carriers respondent her: it 
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and designated in said tariff be, and they are hereby, 
notified and required to cancel, on or before April 14, 
1914, the rates, charges, practices and regulations stated 
in the schedules specified in said order of suspension. 

It is further ordered, That said carriers shall continue 
in force and for a period of not less than two years from 
said April 14, 1914, apply to the transportation of the 
traffic described in said schedules from the point of origin 
to the points of destination named in the schedules cov- 
ered by said order of suspension rates not in excess of 
those applicable from said point of origin to said points 
of destination in effect on Dec. 14, 1913. 


OHIO RIVER BRIDGE TOLLS 


_ 


CASE NO. 5375 (29 I. C. C., 565-582) 
NORMAN LUMBER CO. ET AL. VS. LOUISVILLE & 
NASHVILLE RAILROAD CO. ET AL. 
Submitted Oct. 16, 1913. Decided March 3, 1914. 


Complainants allege undue discrimination against Louisville, 
Ky., in favor of other Ohio River crossings, in the adjust- 
ment of inbound and outbound rates on lumber rehandled at 
those points on its way from equidistant points in south- 
eastern territory to equidistant points in central freight 
association territory and from Mississippi valley territory 
to western termini and trunk line territory. lLouisville’s 
disadvantage is in large measure attributed to the fact that 
the northern carriers charge a bridge toll which is reflected 
in the rates from Louisville to points north, while the south- 
ern carriers do not add a bridge toll in maknig rates from 
producing territory to north-bank Ohio River crossings; 
Held, That— 


1. The question of the absorption of bridge tolls is largely one 
of policy with the carrier, and it may absorb or not so long 
as the alternative adopted does not place an undue burden 
upon a shipper or locality. The southern carriers cannot 
elect to absorb all or part of the bridge toll on traffic to 
north-bank points if to do so results in the undue prejudice 
and disadvantage of points on the south bank. The bridge 
toll may not be absorbed at one crossing and added to the 
rate at a competitive crossing. 


2. The northern carriers should discontinue the absorption of 
the switching charges on lumber from Covington and New- 
port to Cincinnati, or eliminate the bridge toll in the rates 
from Louisville. 

}. While the present differentials may be proper for western 

termini and trunk line points within 500 miles of Cincinnati, 

the rates from Louisville to points over 500 miles from Cin- 
cinnati should not exceed the rates from Cincinnati by 
more than 2 cents per 100 pounds. 


4. Rates on lumber from equidistant southeastern territory to 
Louisville should be 1 cent less than those contempora- 
neously maintained to Cincinnati, New Albany or other 
north-bank crossings. Should northern carriers elect to re- 
move the discrimination in favor of Covington and Newport 
by eliminating the bridge toll in the rates from Louisville, 
no change will be required in the rates to Louisville from 
equidistant southeastern points. 


5. Rates from Mississippi valley territory to Louisville should 
be 3% cents less than those contemporaneously maintained 
to Cincinnati from points within 500 miles of Louisville, and 
2% cents less from points at a greater distance. 

6. On the movement from Mississippi valley territory to central 
freight association territory via Cairo and via Louisville it 
would seem that the disparity in rates via the two crossings 
is in some instances too great. No reason has been shown 
why the spread from producing points in the south should 
not be uniform for the same difference in distances to Cairo 
and Louisville. 

7. Differentials diminsh with the increasing distance and vanish 
when the mileage on which the differential is based becomes 
inconsiderable in proportion to the total mileage from bas- 
ing point to destination. Williams Co. vs. V. S. & P. Ry. 
Co., 16 I. C. C., 482, 


Hines & Norman for complainants. 

R. Walton Moore, Charles J. Rixey, Jr:, and William 
A. Northeutt for Illinois Central Railroad Co.; Louisville 
& Nashville Railroad Co.; Southern Railway Co.; Cin- 
cinnati, New Orleans & Texas Pacific Railway Co., and 
other southern carriers. 

William A. Northcutt for Louisville & Nashville Rail- 
road Co. 

William W. Collin, Jr., for Cleveland, Cincinnati, Chi- 
cago & St. Louis Railway Co., and Pittsburgh, Cincinnati, 
Chicago & St. Louis Railway Co. 

Edward Barton and S. 8S. Stewart for Baltimore & 





THE TRAFFIC WORLD 565 


Ohio Railroad Co.; Baltimore & Ohio Southwestern Rail- 
road Co., and Cincinnati, Hamilton & Dayton Railway Co. 

D. P. Connell for Cleveland, Cincinnati, Chicago & St. 
Louis Railway Co. 


Report of the Commission. 


MEYER, Commissioner: 

This case involves a charge of undue discrimination 
against Louisville, Ky., in favor of other Ohio River cross- 
ings, notably Cincinnati, O., in the adjustment of rates 
on lumber rehandled at those points while on its way 
from producing territory in the South to destinations in 
Central Freight Association and Trunk Line territories. 
Complainants, situated at Louisville, Ky., buy lumber 
mainly from small mills which are unable to hold their 
product until enough has accumulated to make a carload 
of each grade. This lumber is shipped to complainants’ 
yards at Louisville, where it is unloaded and sorted ac- 
cording to the kinds, grades, and dimensions of lumber 
and is then shipped out as required by the consuming 
trade in Central Freight Association and Trunk Line 
territories. Competitors of complainants in the rehandling 
business are located at practically all of the river cross- 
ings. The through rates from points of origin to des- 
tinations in Central Freight Association and Trunk Line 
territories via the various crossings are not brought into 
question; only the combinations of locals to and from 
the rehandling points are concerned in this case. Both 
the carriers south and those north of the river are made 
defendants. 

In Lumbermen’s Exchange of St. Louis vs. A. & S. 
R. R. R. Co., 24 I. C. C., 220, 225 [Traffic World, July 6, 
1912, p. 25], we said with regard to the economic reason 
for the existence of rehandling yards: 


The defendants suggest that there is little economic reason 
for the existence of these wholesalers in the handling of lumber; 
but this is hardly true. These dealers at St. Louis purchase 
the entire cut of a small mill, bring it to their yards, combine 
it with the product of other small mills which differ in kind 
and in quality, manufacture some portions of it, perhaps, and 
ship to the retail yard in the smaller town, or to the builder, 
assorted carloads of whatever kind are needed. The mill which 
produces lumber upon a large scale and of various kinds may 
be able to make up this same sort of a carload and ship direct 
from the mill to the builder or the retail yard, but the smaller 
producer of lumber cannot do this. The wholesaler is therefore 
of advantage in that he enables the smaller mill to exist and 
furnishes the country yard and the country builder with an 
assorted carload which it would often be impossible to obtain 
from any mill direct. 

Discrimination is alleged, first, because the combina- 
tions of rates from equidistant points in southeastern ter- 
ritory to equidistant points in Central Freight Association 
territory via Louisville are greater than those via cities 
on the north bank of the Ohio River; and, second, be- 
cause the combinations from Mississippi Valley territory 
to western territory (of which Pittsburgh, Pa., Buffalo, 
N. Y., Wheeling, W. Va., and Hrie, Pa., are typical) and 
Trunk Line territory, including seaboard cities, are 
greater via Louisville than via Cincinnati. It is alleged 
that Louisville’s disadvantage is in large measure due 
to the fact that in crossing the Ohio River at Louisville 
the lines north of the river charge a bridge toll which 
is reflected in the rates from Louisville to points north, 
while in crossing the river at Cairo, lll., Evansville, New 
Albany, and Jeffersonville, Ind., and Cincinnati, O., the 
carriers south of the river absorb the bridge toll in 
making rates for the movement from producing territory 
to these points. Complainants give as a further ground 
for their claim of undue discrimination against Louisville 
that the carriers north of the river do not charge an 
arbitrary or bridge toll on shipments of lumber to Cen- 


tral Freight Association territory from Covington and 
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Newport, Ky., which are on the south band of the Ohio, 
opposite Cincinnati. 

We will first consider the allegations of undue dis- 
crimination in the combinations of rates via Louisville 
and other crossings from equidistant points in southeast- 
ern territory to equidistant points in Central Freight 
Association territory. From the testimony it appears that 
Louisville has the same rate as Cincinnati, New Albany 
and other north-bank cities from respectively equidistant 
points. The competition of Louisville as a rehandling 
market for lumber produced in southeastern territory is 
strongest with The roads having the haul 
out of Louisville charge a i1-cent bridge toll, in conse- 
quence of which the rates to equidistant territory north 
cent higher from Louisville than from the north- 
The following will illustrate the rate situa- 
Chattanooga, Friendsville, Green- 
ville, Oneida, Sequatchie, Jellico Plains and Wilder, Tenn., 
and Oostanaula, Summerville and Wildwood, Ga. are 
approximately equidistant to Cincinnati, Louisville and 
New Albany—the distance in each case is slightly less 
to Louisville. The rate on lumber from all of these points 
is the same to Cincinnati as to Louisville, except that 
from Sequatchie, Tenn., the rate favors Cincinnati by 
one-half cent per 100 pounds. The rate to New Albany, 
which is immediately opposite Louisville on the Ohio 
River, is the same as to Louisville, except that in two 
instances it is 1 cent higher. From New Albany and 
Cincinnati rates are 1 cent lower than from Louisville, 
Ky., to the following approximately equidistant points 
north of the river: Anderson, Indianapolis, Logansport 
and South Bend, Ind.; Bay City, Benton Harbor and Mack- 
inaw, Mich.; Chicago, Peoria, Quincy and Springfield, 


Cincinnati. 


are 1 
bank points. 
tion under complaint: 


Ill., and to numerous other points in Indiana, Illinois and 


Wisconsin (Eugene Morris, agent’s tariff I. C. C. No. 387). 
To a few points in southern Illinois and to certain of 
the western termini above referred to, Louisville pays 
no bridge toll, for the reason that certain lines take 
freight from New Albany and Jeffersonville via Louis- 
ville, and cannot make rates from Louisville higher than 
those from Jeffersonville and New Albany without violat- 
ing the fourth section. The result of the combinations 
of locals to and from Louisville is that from equidistant 
producing territory to equidistant consuming territory 
Louisville is at a disadvantage in freight rates of 1 cent 
per 100 pounds as compared with north-bank Ohio River 
crossings. Complainants allege that there is undue dis- 
crimination in favor of the north-bank cities either by 
the carriers serving Louisville to the north, who allow 
the bridge toll to be reflected in the rate when the haul 
is for a-considerable distance, or by carriers serving it 
from the south, who charge as much for the haul to 
Louisville as for the greater service in crossing the Ohio 
River. 

This situation was in part covered by a former com- 
plaint, also brought by the Louisville lumber dealers with 
the purpose of effecting a readjustment in rates to the 
Ohio River crossings. Norman Lumber Co. vs. L. & N. 
R. R. Co., 22 I. C. C., 289 [Traffic World, Jan. 27, 1912, p. 
126]. In that case the carriers north of the river were 
not included as defendants and the entire situation was 
not before us as at present. Complainants placed the 
principal stress upon the rates to Cairo as compared 
with those to Louisville, and a very small amount of 
evidence was introduced as to rates to other Ohio River 
crossings. We found that Louisville was subject to un- 
due prejudice, at least in so far as the rates to that city 
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were greater than those to Cairo from substantial! 
equidistant points. The carriers undertook to remoy- 
the discrimination by increasing the rates from south 
eastern territory to Cairo, and these increases were ap- 
proved in Investigation and Suspension Docket No. 115, 
24 I. C. C., 686 [Traffic World, Noy. 9, 1912, p. 678]. 

However, in our opinion in the former Norman Lum- 
ber Co. case, supra, we expressly reserved for future 
consideration the question of bridge tolls, and on page 
247 used the following language: 


. There can be no doubt that Louisville, on the sout 
bank of the river, ought not to pay inbound a rate which is 
sufficient to cover the transportation of traffic to the nort 
bank of the river, and then, when reshipping the traffic to the 
north, again pay an amount sufficient to cover the transporta- 
tion across the bridge. In other words, Louisville ought not 
to be considered on the north bank of the river on inbound 


shipments and on the south bank of the river on outbound 


shipments. 

It is evident that the conclusion expressed in the 
above quotation is correct. The problem before us is 
to fix the responsibility for Louisville’s disadvantage and 
to suggest a remedy. 

At the hearing and in briefs and arguments com 
splainants were inclined to place the blame upon carriers 
north of the river. They argue that the general tendency 
of carriers is to place cities on opposite banks of a river 
on the same basis. Complainants contend further that 
every point on the line receives the benefits which accrue 
from the existence of the bridge, and that the burden 
of constructing and maintaining an expensive bridge be- 
tween, two cities should not be imposed exclusively upon 
the traffic of those two cities or of either of them, but 
should be distributed just as the burden of constructing 
and maintaining any other link in the railroad system 
is distributed. In this connection, reference is made _ to 
our decision in oe Bureau of Merchants’ Exchange 
va. BS. P. Oo. 19 £ C. 259, 261 [Traffic World, July 2, 
1910, p. 35], where we ae 

: We do not recognize the right of a carrier to single 
out a piece of expensive road and make the local traffic thereo: 
bear an undue portion of the expense of its maintenance or of 
its construction. A road is built and operated as a whole, and 
local rates are not to be made with respect to the difficulties 
of each particular portion, charging the cost of a bridge to 
the traffic of one section or the cost of a tunnel to traffi 
between its two mouths. Upon this same road millions of do!- 
lars have recently been expended in building the Lucin cut-off 
just west of Ogden, a monumental bit of construction which 
traverses the Great Salt Lake. If rates from one side of the 
lake to the other were based upon the cost of this cut-off the) 
would be unconscionable. If the position of the defendant were 
followed by the carriers generally (which it is not, nor even 
by itself), it would result in rates that would vary from milé 
to mile as the cost of road per mile varies. 

It seems reasonable that a separate charge should 
not be assessed for crossing every costly bridge, and 
that ordinarily bridges must be regarded as a part of 
the entire system, That, however, is not necessarily tru: 
at all river crossings. 

Almost invariably where bridge tolls are added to th: 
through rate, their explanation is historical. Railroads 
were built to and from the great rivers. Particularly the 
Mississippi and the Ohio served as natural barriers at 
which railroads terminated and began. At first freight 
was unloaded at the river, and when destined to poin's 
beyond, was ferried across and loaded again into th« 
cars of the carrier on the opposite bank. Later either 
the cars themselves were ferried across or bridges were 
built. The latter are maintained either by a separate 
bridge company, which may be independent of the car 
riers serving the crossing or owned by them, or main- 
tained by one or more of the carriers themselves. It is 
evident that no matter in whom the ownership may be 
each carrier using the bridge should be required to co”- 
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tribute to its maintenance in proportion to the use made 
of it. The charges for bridges so maintained partake of 
the character of a fixed terminal charge. They should 
be based upon the cost of the service. If that be their 
basis, their diminution with the increased length of the 
haul would be improper. The question of the absorption 
of the charge then becomes one of policy with the car- 
rier, and it may absorb or not, so long as the alternative 
adopted does not place an undue burden upon a shipper 
or locality. In Railroad Commission of Iowa vs. I. C. 
R. R. Co., 20 I. C. C., 181, 188 [Traffic World, March 4, 
1911, p. 380], it was urged that a bridge a mile long 
ought to be regarded as simply a mile of the carrier’s 
track, and ought not to be the foundation for any sep- 
arate or higher charge. Upon this point we said: 
This, however, is not the generally accepted view. 
By reason of the great cost of such structures a bridge has 
been regarded more or less generally as adding a constructive 
mileage to the carrier’s line for which an additional charge 
may be exacted. Moreover, bridges are ordinarily built and 
operated by separate companies, although not infrequently, as 
in this ease, the bridge companies are owned by the carrier 
or carriers that use the bridge. As a rule, the accounts of the 
bridge companies are kept separately and the rights of the own- 
ing carrier or carriers to use the bridge and the compensation 
therefor are established and controlled, as in this instance, by 
formal contract. The compensation is ordinarily fixed in the 
form of a definite toll per passenger and sometimes a more or 
less definite charge is assessed on freight. The carriers usually 
lay the burden upon the traveling and shipping public by add- 
ing the tolls to their regular fares and rates and these addi- 
tion] charges have been recognized as valid by the Commission. 
Freight Bureau of Cincinnati Chamber of Commerce vs. C., N. 
O. & T. P. Ry. Co., 7 I. C. C., 180; Commercial Club of Omaha 
3 C. &HW. By. Ca, TE C.C 6. 
In Freight Bureau of Cincinnati vs. C., N. O. & T. P. 
Ry. Co., 7 I. C. C., 180, Cincinnati shippers objected to 
differentials against them and in favor of Louisville on 
southbound shipments. One of the defenses of the dif- 
ferential was that “The location of Cincinnati upon the 
north bank of the Ohio River subjected its traffic to an 
additional charge in crossing the river.” On this branch 


of the case we said: 


We think the location of Cincinnati upon the north bank of 
the Ohio River justifies, to some extent, a differential against 
her as to territory south of that river. 

In view of all these considerations we do not believe 
that, in so far as competition with Cincinnati is concerned, 
the maintenance -of rates from Louisville to Central 
Freight: Association territory which reflect the bridge toll 
for crossing the Ohio River and which in consequence 
thereof are 1 cent higher than rates from Cincinnati te 
equidistant points constitutes an undue discrimination 
against Louisville. 


In so far as the northern lines are concerned, there 
remains the charge of undue discrimination because a 
bridge toll is included in the rates on lumber from Louis- 
ville to the north and is not included in rates from 
Covington and Newport. It was testified that the appli- 
cation of the Cincinnati rate from Covington and Newport 
is the result of absorbing the switching charge from 
those points, which are within the Cincinnati switching 
district. The switching absorption applies to all traffic, 
both classes and commodities. If there were rehandling 
yards at Covington and Newport, Louisville would be at 
a decided disadvantage. It was testified, however, in de- 
fendants’ behalf that there are no rehandling yards at 
Newport or Covington; that dealers at these points sup- 
ply local demands only, and that consequently, the ab- 
sorption tariff is a paper tariff in so far as it applies 
on lumber. Nevertheless, the carriers north of the river 
should discontinue the absorption of the switching charges 
on lumber from Covington and Newport to Cincinnati, 
which has the effect of eliminating the bridge toll, or 
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eliminate the bridge toll in the rates from Louisville by 
applying the same rates from that point to Central Freight 
Association territory as from New Albany, Ind. 


A minor point relating to the tariffs covering transit 
at Cincinnati of the Cleveland, Cincinnati, Chicago & St. 
Louis and the Baltimore & Ohio Southwestern was raised 
at the hearing. Complainants allege that Louisville is 
deprived of its natural advantage in rates from adjacent 
producing territory in Kentucky and Tennessee by transit 
tariffs which enable Cincinnati to rehandle lumber from 
this territory on the Louisville combination rate. On be- 
half of the Cleveland, Cincinnati, Chicago & St. Louis, it 
was explained that it provided transit at Ivorydale, Cin- 
cinnati, because on traffic originating in a certain section 
of the South the southern roads do not absorb the switch- 
ing charge from their interchange to Ivorydale. The 
transit tariff makes a $3 per car charge for the transit 
privilege, and this has the effect of making the net charge 
in excess of the Cincinnati combination $3 a car transit 
instead of $5 a car switcaing. There appears to be no 
tariff on file with us which provides transit on the Cleve- 
land, Cincinnati, Chicago & St. Louis at Cincinnati or 
Ivorydale, O. It is stated on behalf of both roads that 
the purpose of the transit tariff was merely to protect 
the Cincinnati combination, and that in practice it did 
not produce the discrimination which complanaints allege. 
It was conceded that the tariffs complained of were am- 
biguous, and it was proposed to file a new tariff, with the 
purpose of meeting complainants’ objections. With that 
end in view, the Baltimore & Ohio Southwestern Railroad 
tariff I. C. C. 6935 was filed Aug. 7, 1913, effective Sept. 
15, 1913. This tariff is still in force. Item No. 16 reads 
in part as follows: 


(a) Except as to shipments from the territory as provided 
in section (b) of this item, the through rate on lumber, timber, 
and products thereof. logs, staves and ties shall be the lawfully 
published through rate thereon from the original point of ship- 
ment to final destination, in effect via the transit point at the 
time of the initial shipment from the point of origin, applicable 
according to the inbound billing, which these rules permit to 
be matched against outbound shipments, plus the transit charge. 

(b) When the lumber, logs, timber, staves or ties originate 
at points south of the Ohio River (except Louisville, Ky., and 
points on the Chesapeake & Ohio Ry. and the Sandy Valley & 
Elkhorn Ry., the through rates from which points are covered 
by section (a) of this item) and at points west of the Missis- 
sippi River, the rate on lumber shall be the lawfully 
applicable local or proportional rate thereon to the Ohio or 
Mississippi River crossing through which the same passes in 
its movement to the transit point, plus the local or proportional 
rate thereon from the same crossing to final destination, in 
effect as of date of shipment from point of origin. Illustration: 
If shipments cross the Ohio River at Cincinnati (except as noted 
herein), the combination of rates on Cincinnati will prevail: if 
lumber crosses the Ohio River at Louisville, the combination 
of rates on Louisville will prevail; 


It would seem that the provisions are still ambiguous 
and that under a possible interpretation the combination 
via Louisville is still protected for the rehandler at Cin- 
cinnati. We suggest that the transit tariff maintained 
by the Baltimore & Ohio Southwestern be revised so as 
to state in plain and unambiguous terms what is alleged 
to be its only object, namely, the protection of the com- 
bination via Cincinnati. 

The first part of the complaint is disposed of in so far 
as it affects rates from Louisville to points north of the 
river, and we will now consider its bearing upon rates 
from southern producing territory to Louisville. Here 
the question to be decided is whether the southern car- 
riers unduly discriminate against Louisville by charging 
as much for the haul to Louisville as for the greater 
service in crossing the Ohio to north-bank points. As 
already indicated, complainants centered their attack upon 
rates from Louisville to the north. It was admitted by 
witnesses who testified in their behalf that the inbound 
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rates at Louisville, Cincinnati, and other crossings, were 
properly adjusted. At the hearing, and in briefs and 
argument, the southern carriers relied upon these ad- 
missions, and consequently presented little testimony with 
regard to the rates from equidistant southeastern terri- 
torp. The statement is made on behalf of the Louisville 
& Nashville Railroad that, due to competition with other 
roads, they have been unable to charge the bridge toll 
at Cincinnati. 

In Manufacturers’ & Merchants’ Assn. vs. A. & A. 
R. R. Co., 24 I. C. C., 331 [Traffic World, July 13, 1912, 
p. 94], complainants alleged that the practice of defend- 
ants in constructing rates from the south to New Albany, 
Ind., on a higher basis than to Louisville subjected New 
Albany to undue prejudice and disadvantage. It was 
shown that rates from the south to other north-bank Ohio 
River crossings—Cincinnati, Evansville and Cairo—are the 
same as the rates to the south-bank points, in view of 
which we upheld the allegations of the petition, and, on 
page 339 of the opinion, said: 


We are therefore of opinion and find, considering all the 
facts, circumstances and conditions appearing, that in main- 
taining from the territory south of the Ohio and Potomac and 
east of the Mississippi rivers, and on lumber from Arkansas 
rates to Cairo, Ill, Evansville, Ind., and Cincinnati, Ohio. on 
the north bank of the Ohio River, which include no toll or 
charge for the bridge service from either East Cairo, Ky., Hen- 
derson, Ky., Covington or Newport, Ky., on the south bank of 
that river, while contemporaneously maintaining from the same 
points of origin to New Albany, Ind., on the north bank of said 
river, rates higher than to Louisville, Ky., on said south bank, 
by the amount of the bridge toll or charge, defendants are sub- 
jecting complainants and shippers of New Albany, Ind., to 
undue and unreasonable prejudices and disadvantages, from 
which an order will be entered to cease and desist 

In the instant case, it is the south-bank point that is 
complaining. The testimony clearly shows that the ab- 
sorption of the bridge toll in the rates from southern 
producing points to north-bank crossings, while it is in- 
cluded in the rate from Louisville to points of consump- 
tion in the North, subjects Louisville to undue prejudice 
and disadvantage. Consequently, we must supplement our 
holding in the New Albany case, to the effect that the 
southern carriers cannot elect to absorb all or part of 
the bridge toll on traffic to north-bank points if to do 
so results to the undue prejudice and disadvantage of 
points on the south bank. In other words, we will not 
allow the bridge toll to be absorbed at one crossing if 
it is included in the rate at a competitive crossing. The 
bridge tolls on lumber at Ohio River crossings on local 
and through business are as follows, in cents per 100 


pounds: 


BRIDGE TOLLS ON LUMBER AT OHIO RIVER CROSSINGS 


Local. Through 
os 2 1 


From— 
Louisville, Ky., to New Albany, Ind 
Louisville, Ky., to Jeffersonville, Ind... 
East Cairo, Ky., to Cairo, Ill 
Covington, Ky., to Cincinnati, O. 
Newport, Ky., to Cincinnati, O 
Paducah, Ky., to Brookport, Ill. 
ferry) 
Henderson, Ky., to Evansville, Ind 
Cevington, Ky., to Cincinnati, O., 


1 
. 
* 


3 i 
. & N. mae 2 1 
Newport, Ky., to Cincinnati, O. (L. & N. R. R.).. 1 

r 


*Switching rate 25 cents per 2,000 pounds; maximum, $8 pe 


car; minimum, $5. 

In view of all these facts and circumstances, it is our 
opinion that the rates on lumber from equidistant south- 
eastern territory to Louisville should be 1 cent less than 
those contemporaneously maintained to Cincinnati, New 
Albany, or other north-bank Ohio River crossings. Should 
the lines north-of the river elect to remove the discrimi- 
nation in favor of Covington and Newport by eliminating 
the bridge toll in the rates from Louisville, no change 
will be required in rates to Louisville from equidistant 
southeastern points. This conforms to the idea expressed 
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above that carriers may absorb a bridge toll when to «& 
so does not cause undue discrimination. 

We will now consider the second part of the com- 
plaint: That on shipments of lumber from producing 
territory in the Mississippi Valley south of the Ohio, eas: 
of the Mississippi and west of the line of the Mobile & 
Ohio Railroad, the combination of rates into Louisvill: 
and outbound to western termini and Trunk Line points 
including seaboard cities, as compared with the Cincin 
nati combination of rates from the same territory o! 
origin to the same markets of consumption, gives to the 
lumber dealers at Cincinnati an undue preference 
advantage over complainants at Louisville. 

From a large part of Mississippi Valley territory th« 
short-line distance to Cincinnati is through Louisville, and 
is, consequently, 114 miles (the distance from Louisville 
to Cincinnati) greater than the distance to Louisville 
From the producing territory north of the line of the 
Alabama & Vicksburg Railway the differential against 
Cincinnati is 3 cents, while from producing territory south 
of this line it is generally 2 cents per 100 pounds. From 
Louisville to western termini and Trunk Line territory the 
short-line distance is through Cincinnati; and here the dis 
tance from Louisville is 114 miles greater than the distancs 
from Cincinnati. For this difference in mileage the carriers 
north of the river make a difference in rates against 
Louisville almost uniformly of 31% cents per 100 pounds 
Thus, while the difference in mileage is the same in the 
inbound and the outbound haul, the differentials main 
tained in the rates from producing territory are not the 
same as those maintained from Louisville and Cincinnati 
to the consuming territory. This is illustrated by the 
following table: 


and 


Via Cin- 
cinnati, 
Ohio. 


Via Louis- 
ville, Ky. 


Differ- 


ee 
From ence 


Pearlhaven, Miss., 
South 
North : 
Combination 5 39 

Natalbany, La., ’ 
South 
North 
Combination 

Snid, Miss., to Bessemer, Pa.: 

South 
North 
Combination eee 

Winona, Miss., to Boston, Mass.: 
South 
North 
Combination 

Bentonia, Miss., 

South 
North 
Combination 

Arcola, La., to New York, N. 
South 
North 
Combination 

Parsons, Miss., to Philadelphia, Pa.: 
South 
North 
Combination 

Red Bay, Ala., to Pittsburgh, Pa.: 
South 
North 
Combination 

Houston, Miss., 

South 
North 
Combination 

Maben, Miss., to Salamanca, N. 
South 
North 
Combination 

Enid, Miss., to London, Ontario: 
South 
North 
Combination 


to Albany, N. 
21 
8 


9 


*Cottonwood and gum, 3 cents less. 

It will be noted that although the haul from pr 
ducing territory to points of consumption is in each cas 
the same via either crossing, Louisville is in each cas: 
at a disadvantage in freight rates of from one-half cen’ 
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to 1% cents per 100 pounds. Because the difference in 
mileage is the same for both the northern and southern 
roads, while the differential applying over that mileage 
is greater on the northern than the southern roads, com- 
plainants allege that either the northern or else the south- 
ern roads are guilty of an unjust discrimination. 


Complainants express approval of the practice of the 
roads south of the Ohio of decreasing the differential 
as the distance increases, and criticize the practice of 
the northern and eastern carriers of maintaining the same 
differential for small and great distances. They refer 
to the case of Williams Co. vs. V. S. & P. Ry. Co., 16 
I. C. C., 482 [Traffic World, July 3, 1909, p. 1], where it 
was held that— 
differentials diminsh with the increasing distance and vanish 
when the mileage on which the differential is based becomes 


onsiderable in proportion to the total mileage from basing 
point to destination. 


On behalf of defendants it was stated that the estab- 
lishment of rates to Louisville and othér crossings from 
the south is entirely independent of the establishment of 
rates by the carriers operating from the river to the north 
and east; that the conditions controlling the two adjust- 
ments are so different as to justify the different bases 
of rates; and that to make the differentials between Cin- 
cinnati and Louisville the same for the carriers on one 
side of the river as those maintained by those on the 
other side would practically put the rate-making power of 
the former in the hands of the latter. It is alleged that 
undue discrimination by one carrier cannot be predicated 
upon the rate adjustment of another carrier. 


On behalf of the carriers north of the river it is stated 
that the local rate from Louisville to New York was 
formerly 25 cents, being fixed by the percentage scale 
applying between Central Freight Association and Trunk 
Line territories. The same scale fixed Cincinnati at 21.5 
cents, 3.5 cents under Louisville. The proportional rates 
from Louisville and Cincinnati were 22.5 cents and 19 
cents, respectively, creating the same spread of 3.5 cents. 
These proportional rates were, in 1902, made the local 
rates. In this way it is alleged the local rates from 
Louisville and Cincinnati became fixed at their present 
figure, under which the Central Freight Association per- 
centage basis differential between the two points is pre- 
served. To change the differential maintained by the lines 
north of the river, it is alleged, would go counter to the 
rate-making and rate-grouping system prevalent in Cen- 
tran Freight Association territory. 

It is further alleged in defendants’ behalf that it is 
not practicable to make the combinations of rates equal 
through the different crossings. The southern carriers 
give Louisville the same rate as Cincinnati in some cases 
and in others a 2-cent, 3-cent, or 4-cent differential under 
Cincinnati, according to the geographic relation of origin 
point to Cincinnati and Louisville, and it is alleged that 
if the northern roads equalize these differentials on the 
outbound haul they would have to carry at least four 
sets of differentials to be applied according to origin. 
This argument, however, is based upon the premise that 
complainants desire to be put upon an equality with Cin- 
cinnati as to all territory irrespective of distance or 
geographic conditions. The complainants do not ask for 
that. For example, on traffic moving from Chattanooga 
territory to Trunk Line territory complainants would not 
expect Louisville to be put on an equality with Cincinnati, 
as it would be an out-of-line haul via Louisville. Com- 
plainants have only asked to be placed upon an equality 
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where the natural route is through either Louisville or 
Cincinnati. 

On behalf of the southern carriers, it is complained 
that the present differentials between Louisville and Cin- 
cinnati from producing territory are compelled by com- 
petition, and to prove this the history was given of the 
adjustment between Louisville and Cincinnati in rates on 
lumber from Mississippi Valley territory. It was shown 
that prior to the construction of the Cincinnati Southern, 
which is now a part of the Queen & Crescent route (com- 
prising the Cincinnati, New Orleans & Texas Pacific, the 
Alabama Great Southern, the New Orleans & Northeast- 
ern, the Alabama & Vicksburg, and tae Vicksburg, Shreve- 
port & Pacific) the difference in rates to the two cities 
was much greater than at present. From that part of 
Mississippi Valley territory south of the Alabama & Vicks- 
burg Railroad, west of the line of the Mobile & Ohio 
from Meridian, Miss., to Mobile, Ala., and east of a line 
drawn from Morton, Miss. (a point between Jackson and 
Meridian), to New Orleans, the short-line distance to Cin- 
cinnati is through Birmingham and Chattanooga via the 
Queen & Crescent route and is 87 miles longer than the 
short-line distance to Louisville via the line of the Louis- 
ville & Nashville. It is alleged that the competition of 
the Queen & Crescent route has decreased.the differential 
between Louisville and Cincinnati below what would be 
normal under ordinary conditions, and that it is this 
competition which forces the differential down to 2 cents 
from points south of the line of the Vicksburg & Alabama 
Railroad. 

It is stated on behalf of the carriers north of the 
Ohio River that the bridge toll is not reflected in the 
rates from Louisville to Trunk Line territory, and upon 
investigation we find that the rates to Trunk Line territory 
are the same from New Albany as from Louisville. A 
glance at the table given below, however, will show that, 
although the distance from Louisville to western termini 
and Trunk Line territory is greater, the revenue per ton- 
mile is higher than those prevailing from Cincinnati to 
the same points. 


RATES ON LUMBER, CARLOAD, FROM LOUISVILLE AND 
CINCINNATI, 


From Louisville, Ky. From Cincinnati, oO. 


. ' ' 
n Ss n a 
me Ss eg 
3 So 3 o 
a S eS = S 5a 
To— o* as oe ee 
e be E in he ~ 
o o o 
i ——. 2. S as 8. 
~ ao a 7 c® 
S$ of om S ef ¢5 
3 go 58 2 se BE 
a 6g az Tae wee 
Wheeling, W. Va. .... 372 14 7.52 258 10 7.75 
Pittsburgh, Pa, ...... 427 14 6.56 313 10 6.39 
Cumberland, Md. ..... 515 18 6.99 401 14 6.98 
OF, ee 560 14 5.00 446 10 4.48 
Salamanca, N. Y. .... 574 14 4.88 460 10 4.34 
Hagerstown, Md. .... 613 19% 6.36 499 16 6.41 
Rochester, N. Y. ..... 628 16% 5.25 514 12% 4.86 
Hornell, N. YF. .....6. 654 16% 5.04 540 12% 4.63 
Washington, D. C..... 663 19% 5.88 553 16 5.78 
Harrisburg, Pa. ...... 676 19% 5.77 562 16 5.69 
Baltimore, Md. ........ 707 19% 5.52 593 16 5.39 
Syracuse, N. Y. ...... 708 18 5.08 594 14 4.71 
WesGine, PB, og... cccce 730 20% 5.61 616 17 5.52 
WI I” Ns digecvicese 762 20 5.25 648 16% 5.09 
Wilmington, Del....... 773 20% 5.30 663 17 5.11 
Philadelphia, Pa. ..... 780 20% 5.26 666 17 5.10 
Scranton, Pa. ......... 811 20% 5.05 697 17 4.88 
ye SEP 857 21% 5.02 743 18 4.83 
Wewark, NM. Ji occceocs 862 22 5.22 748 19 5.08 
New York, N. Y......-. 871 22 5.16 757 19 5.02 
New Haven, Conn. ... 947 241% 5.17 833 21 5.04 
Springfield, Mass. .... 960 24% 5.10 846 21 4.96 
Hartford, Conn. ...... 986 241% 4.97 872 21 4.81 
Worcester, Mass. .... 1,015 2416 4.82 901 21 4.66 
Boston, Mass. ........ 1,059 24% 4.62 945 21 4.44 
Providence, R. I. .... 1,059 24% 4.62 945 21 4.44 
Portsmouth, N. H.... 1,116 24% 4.39 1,002 21 4.19 
Portland, Me, ........ 1,174 24% 4.18 1,060 21 3.96 
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In conformity with Williams Co. vs. V. S. P. Ry. Co., 
supra, we hold that while the present differentials may 
be proper for points involved in this part of the com- 
plaint which are within 500 miles of Cincinnati, the rates 
from Louisville to the points of destination over 500 miles 
from Cincinnati should not exceed the rates from Cin- 
cinnati by more than 2% cents per 100 pounds. 

We have given due consideration to the arguments 
of the lines south of the Ohio that the present differ- 
entials in the rates to Louisville and Cincinnati have been 
fixed by competition. Although competition undoubtedly 
has had much to do in fixing the level of the rates to 
Louisville and Cincinnati and their relationship to each 
other, it has not had the effect of throwing the differ- 
entials out of line from a mileage standpoint. It seems 
that the present differentials correctly reflect the differ- 
ence in distance to the two cities, disregarding, however, 
the necessity of crossing the Ohio in the haul to Cin- 
cinnati. As bearing upon this point the following quotation 
is given from the testimony of Mr. Dewberry, who ap- 
peared in behalf of the Louisville & Nashville Railroad: 


If the rates from Louisville & Nashville stations to Louis- 
ville and Cincnnati were made on the straight mileage scale 
that is, the primary basis of all the L. & N. rates—the differ- 
ence on a 600-mile haul to Louisville would be about 2 cents; I 
have the figures here; I can give them to you exactly. Under 
that scale, Mr. Norman, I tested it out, and it seems to me it 
conforms with the true principle of rate making. The differ- 
ence is larger where the distance into Louisville is shorter, and 
it gradually recedes until you get down to the end of the scale, 
which, I think, is about 900 miles, where the difference is only 
about 1 cent. 


We give below a table showing distances, rates per 
100 pounds, and revenues per ton-mile from representative 
points in that part of Mississippi Valley territory which is 
herein involved: 


RATES ON LUMBER, CARLOAD, TO LOUISVILLE AND 
CINCINNATI, 
To Louisville, Ky. 


To Cincinnati, O. 


' 
& 
° 
& 
Q 
a 
@ 
= 
& 
© 
> 
@ 

fe 


From points in south- 
eastern Mississippi 
valley territory. 


per 100 Ibs 


cents, 
ate per 100 Ibs 


mile, mills. 
cents, 


s 
E 
é 
E 


t> Distance, miles. 
Distance, miles. 


2 
— 
2 


Jackson, Tenn. 

Dyersburg, Tenn. 
Bolivar, Tenn. 

Corinth, Miss. 370 
Memphis, Tenn. 3 
Holly Springs, Miss. ... 409 523 
TUG, DEIN. vcccscsieons 419 E a 533 
Water Valley, Miss..... 455 § 569 
Water Valley, Miss..... 455 .0! 569 
Houston, Miss. 457 { is 571 
West Point, Miss. ...... 466 72 580 
West Point, Miss. 466 g 86. 580 
Aberdeen, Miss. 466 wa 580 
Aberdeen, Miss. 466 B. 580 
Bentoak, Miss. 485 599 
Ackerman, Minn. 504 618 
Winona, Miss. 507 § 621 
Winona, Miss. .......... 507 ‘ 621 
Greenwood, Miss. ....... 513 . 627 
Greenwood, Miss. 513 2! 627 
Meridian. Miss. 547 ‘ " 633 
Yazoo City, Miss. 569 si 683 
Yazoo City, Miss. ....... 569 § 5. 683 
BOG WOOD, MAMB, cc ccccscce f f 664 
Vicksburg, Miss. 3% 714 
Vicksburg. Miss. S1F 5. 714 
Jackson, Miss. E ¢ ; 729 
Jackson. Miss. & 729 
Yellow Pine, Ala. 709 
Hattiesburg, Miss....... 718 
Brookhaven, Miss. 763 
Beaumont. Miss. 776 
Mobile. Ala, 785 
Magnolia. Miss. 794 
Kentwood, La 809 
New Orleans, La. 835 


“Revenue per ton- 
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*Pine lumber. SHardwood lumber. 
This table shows that the revenue per ton-mile is in 
almost every instance greater to Louisville than to Cin- 
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cinnati. In the latter case the haul is longer by from 
87 to 114 miles, and it is necessary to cross the Ohio 
River. This indicates that here again, as in the rates 
from equidistant points in southeastern territory, the 
southern carriers have disregarded the bridge toll in 
making rates to Cincinnati. We believe that in order 
to place Louisville upon an equitable basis as compared 
with Cincinnati, and in order to obviate the undue dis- 
crimination at present prevalent in the rates to these 
two points, the rates to Louisville should be 3% cents 
less from points within 500 miles of Louisville, and 2% 
cents less from points in Mississippi Valley territory ai 
a greater distance, than the rates contemporaneously 
maintained from the same points of origin to Cincinnati. 

The result of the adjustment which we have herein 
prescribed in the rates from Mississippi Valley territory 
to Louisville and Cincinnati and the rates from those 
points to western termini and Trunk Line territory will 
be to place these two cities upon a substantial equality 
as rehandling markets for lumber. From territory within 
500 miles of Louisville to territory within 500 miles of 
Cincinnati the combinations of locals in and out will be 
the same as the combinations of locals in and out of 
Cincinnati; so also from territory over 500 miles distant 
from Louisville to territory over 500 miles distant from 
Cincinnati. From territory within 500 miles of Louisville 
to territory over 500 miles from Cincinnati, Louisville will 
have an advantage of 1 cent per 100 pounds. This, how- 
ever, will be offset by a like advantage in rates which 
Cincinnati will enjoy from territory over 500 miles dis- 
tant from Louisville to territory within 500 miles of 
Cincinnati. 

Another matter which, although not specifically men- 
tioned in the complaint, was brought up by complainants 
at the hearing and has received attention in briefs and 
argument, is that from Mississippi Valley territory to 
Central Freight Association territory, where the haul is 
approximately the same whether rehandled at Cairo or 
Louisville, Cairo has the advantage over Louisville of 
from 2 to 3 cents per 100 pounds in the rates on lumber. 
Defendants state that the adjustment of rates to Louis- 
ville from Mississippi Valley territory, as compared with 
the adjustment of rates to Cairo, was squarely before the 
Commission in the former case of Norman Lumber Co. 
vs. L. & N. R. R. Co., supra, and that the Commission, 
by its former report, expressly approved, and declined 
to disturb, this adjustment. The complaint in the former 
Norman Lumber Co. case, after calling attention to the 
differential of 2 cents in the rates from Memphis to 
Louisville and to Cairo, asked that from points south of 
Memphis on the Illinois Central and Yazoo & Mississippi 
Valley railroads the differential between Cairo and Louis- 
ville should not exceed 2 cents. Upon this point the 
Commission held, on page 245 of its report, as follow 


_. Complainants’ second contention, that the rates to Louis 
ville from points south of Memphis on the Yazoo & Mississippi 
Valley and Illinois Central railroads should not in any case ex 
ceed the rate to Cairo by more than 2 cents, does not app: 
to be well founded. By reference to the table above inserted 
will be seen that the rate from Memphis to Cairo proper yi« 
revenue of 11.8 mills per ton per mile, while the rate of |. 
cents to Louisville yields revenue of 6.4 mills per ton per mili 
The rate from McComb, Miss., to Cairo proper is 14 cents and 
to Louisville 19 cents, but it will be noted that the 14-cent raté 
to Cairo yields revenue of 6.3 mills per ton per mile, while t!\ 
19-cent rate to Louisville yields revenue of 5.7 mills per 
per mile, The same relative revenue per ton per mile appe 
to obtain from other points south of Memphis where the differ- 
ential in favor of Cairo exceeds 2 cents, and upon this reco 
we are unable to find that the present rates to Louisville : 
unreasonable or unduly prejudicial. 


We give below a table showing rates per 100 poun’s 
from representative points in Mississippi Valley territo 
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to points in Central Freight Association territory via 
Louisville and via Cairo: 


Combina- 
South. North. tion. 
Miles. Rate. Miles. Rate. Miles. Rate. 


Na talban ’ La. to Chicago 
lik Certakentoasess sensese 724 19 304 11 1,028 30 
Enid, Miss., to Detroit, Mich. 468 16 38 12 853 28 


Winona, Miss., to Grand 

Rapids, Mich, ......-+s.. 507 16 422 13 929 29 
Bentonia, Miss., to South 

Bebe, TE apecsocecveccs 590 16 289 11 879 27 
Arcola, La., to Toledo, Ohio. 706 19 325 12 - 1,031 31 


Parsons, Miss., to Chicago, 
Il. 


Le ccccceSescccsesesececet 499 16 304 11 803 27 
Red Bay, Ala., to Detroit, 

BBE, eed caccecne:ce.008e2 412 17 385 12 797 29 
Houston, Miss., to Grand 

Rapids, Mich, ..... FRETAN 457 19 422 13 879 32 
Maben, Miss., to ou 
7 Bend, ING. ..ccesonccccses 492 16 289 11 781 27 
earl Haven, Miss., to To- - 
: ‘\66o, GN ss od vied cheese 650 19 325 12 975 31 

VIA CAIRO. 


Combina- 
South. North. tion. 
Miles. Rate. Miles. Rate. Miles. Rate. 
fF: . ., to Chicago, 
‘ em > ine ebesece vs ~ 499 14 365 10 864 24 
Enid, Miss., to Detroit, 1?. 244 13 580 14 824 27 
i a, Miss., to Gran 
Van Mich, ...cccsccces 282 13 543 14 825 27 
3e ia, Miss., to South . a 
BOO ML, ccccsenesesaec 357 13 398 12 755 25 
Arcola, La., to Toledo, Ohio. 481 14 529 14 1,010 28 


Pa Tice. Se 1 KO 
Red Ea Ae trol 906 «1280147866 
ey > 260 14 543 14. 803 28 
a) toe ae ae a a 
te 2... 8.2 


It will be noted that to a large portion of Central 
Freight Association territory the distances as shown 
above are much shorter via. Cairo than via Louisville, 
and consequently Cairo should properly have an advan- 
tage in rates. In some instances, however, it would 
seem that the disparity in the rates via the two crossings 
is too great, and it will also be noted that, although to 
certain points the distance via Cairo and Louisville is 
approximately the same, the combinations of locals differ. 
From the points of origin named in the table the distance 
to Louisville is in all cases approximately 225 miles in 
excess of the distance to Cairo, but the spread between 
the rates to the two points is in some cases 3 cents and 
in others 5 cents per 100 pounds. To the north the dif- 
ferences in distances from Cairo and from Louisville are 
not uniform, It seems that the carriers north of the river 
make a difference of 1 cent in the rate for a difference 
in distances within 100 miles and of 2 cents for differences 
that are greater. No reason has been shown why the 
spread from producing points in the South should not 
be uniform for a uniform distance in distances to Cairo 
and Louisville. In figuring what is a proper differential 
it must be borne in mind that the haul to Cairo neces- 
sitates crossing the Ohio River, while the haul to Louis- 
ville does not. Upon the present record we are unable 
to make any determination with regard to the rates from 
Mississippi Valley territory via Cairo as compared with 
those via Louisville, where the haul is approximately 
the same, but we bring this matter to the attention of 
the earriers. 

We find that defendants unduly discriminate against 
Louisville to the undue preference and advantage of other 
Ohio River crossings in the adjustment of inbound and 
Outbound rates on lumber rehandled at those points on 
its way from equidistant points in southeastern territory 
to equidistant points in Central Freight Association ter- 
ritory and from Mississippi Valley territory to western 
termini and Trunk Line territory. It is our determination 


THE TRAFFIC WORLD 571 





that the carriers which serve Louisville to the north 
should either discontinue the absorption of the switching 
charges on lumber from Covington and Newport to Cin- 
cinnati or eliminate the bridge toll from the rates from 
Louisville by applying the same rates from that point 
to Central Freight Association territory, as from New 
Albany, Ind., and these should in no instance be greater 
to equidistant points than those from Cincinnati, O. The 
lines north of the river should maintain from Louisville 
to western termini and Trunk Line points over 500 miles 
from Cincinnati rates on lumber which do not exceed 
those from Cincinnati by more than 2% cents per 100 
pounds. Points in southeastern territory included in 
groups 1, 2, 2-A and 3, as shown in Hinton’s agent tariff 
I. C. C. No. A-40 and supplement thereto are substantially 
equidistant from Louisville and Cincinnati. The carriers 
serving Louisville from the south will be required to 
maintain from these points to Louisville rates on lumber 
which are 1 cent less than those contemporaneously main- 
tained to Cincinnati, New Albany, or other equidistant 
north-bank crossings. However, should the lines north of 
the river elect to remove the discrimination in favor of 
Covington and Newport by eliminating the bridge toll in 
the rate from Louisville, no change will be required in 
the rates to Louisville from equidistant southeastern 
points. The lines south of the river will also be required 
to maintain to Louisville rates 3% cents less than those 
contemporaneously maintained to Cincinnati from points 
in Mississippi Valley territory south of the Ohio, east 
of the Mississippi, and west of the line of the Mobile & 
Ohio within 500 miles of Louisville, and 2% cents less 
from points over 500 miles from Louisville. 

Carriers will be expected by May 1, 1914, to revise 
their tariffs in accordance with the views expressed in 
this report. Pending such revision the case will be held 
open for such further proceedings and order as the Com- 
mission may deem necessary. No reparation will be 
awarded, 


SPRINGFIELD PROPORTIONAL RATES 


CASE NO. 4810 (29 I. C. C., 600-606) 
SPRINGFIELD TRAFFIC BUREAU OF THE JOBBERS 
& MANUFACTURERS ASSOCIATION VS. ST. LOUIS 
& SAN FRANCISCO R. R. CO. ET AL. 
FOURTH SECTION APPLICATIONS NOS. 1840, 1862 
AND 1898. 


Submitted Oct. 5, 1912. Decided March 3, 1914. 


1. On allegation that local class rates from St. Louis, Mo., to 
Springfield, Mo., applicable as proportions of through rates 
on traffic originating east of the Indiana-Illinois state line, 
in central freight association, southeastern and Carolina 
territories, are unreasonable and unjustly discriminatory as 
compared with class rates from St. Louis, Mo., to Kansas 
City, Mo., applicable as proportions of through rates from 
the same originating territories; Held: That the rates are 
not unreasonable or unjustly discriminatory. 

2. Parts of Fourth Section Applications Nos. 1840, 1862 and 1898, 
asking for permission to continue to charge proportional 
class rates from St. Louis, Mo., to Kansas City, Mo., via 
the line of the St. Louis & San Francisco R. R. Co. on 
traffic originating east of the Indiana-lIllinois state line, in 
central freight association, southeastern and Carolina ter- 
ritories, which are lower than rates concurrently in effect 
on like traffic from St. Louis, Mo., to Springfield, Mo., 
granted. 


S. C. Bates for complainant. 

Fred H. Wood and Edward A. Haid for St. Louis & 
San Francisco R. R. Co. 

H. G. Herbel and F. G. Wright for St. Louis, Iron 
Mountain & Southern Ry. Co. 


Report of the Commission. 


CLARK, Chairman: 
Local class rates from St. Louis, Mo., to Springfield, 
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Mo., which are applicable as proportions of through rates 
on traffic originating east of the Indiana-Illinois state 
line, in central freight association, southeastern and 
Carolina territories, which are in cents per 100 pounds 
as follows: 

a Soe 

25 28 23% 17 15 13 
are alleged to be unreasonable and unjustly discrim- 
inatory to the extent that they exceed the class rates 
applicable from St. Louis to Kansas City, Mo., as pro- 
portions of through rates on traffic originating in the 
same territories. These rates, in cents per 100 pounds, 
are as follows: 


A 


f Cc jf E 
24 3 22 18 15 1 


2 10 

The rates on the numbered classes were prescribed 
by the Commission in the Warnock case, 21 I. C. C., 546 
[Traffic World, Nov. 25, 1911, p. 895]. The rates on the 
lettered classes are on the basis of the previous rela- 
tionship which existed between them and the numbered 
classes, as suggested by us in that case. 

Complainant prays that the 55-cent scale be estab- 
lished to Springfield from St. Louis on business originating 
in the territories mentioned, and that reparation be 
awarded on all shipments to Springfield from such ter- 
ritories moving subsequent to Dec. 30, 1911, when the 
55-cent scale became effective. 

The following map is inserted in order that the sit- 
uation with respect to surrounding points may be clearly 
understood: 


OKLAHOMA FORT smiTH 


eee 4 
OKL “ 


Springfield, Mo., is located on the main line of the 
St. Louis & San Francisco R. R., hereinafter styled the 
Frisco, 239 miles southwest of St. Louis, 201 miles south- 
east of Kansas City, and on a branch of the St. Louis, 
Iron Mountain & Southern Ry., hereinafter styled the 
Iron Mountain, via which line the distance from St. Louis 
is 449 miles. It is intermediate via the Frisco between 
St. Louis and Oklahoma points and via the Frisco be- 
tween Birmingham and Kansas City. The Frisco has two 
lines converging from Springfield to Kansas City. About 
twelve years ago the line through Clinton and Harrison- 
ville, Mo., to Kansas City, which is known as the high 
line, was built. Later the Frisco purchased the Kansas 
City, Fort Scott & Memphis R. R., which owned a line 
running from Birmingham, through Memphis, Tenn., 
Springfield, Mo., and Fort Scott, Kan., to Kansas City. 

In fixing mileage scales of class rates for Missouri 
the railroad and warehouse commission of Missouri di- 
vided the state into two territories, to which it applied, 
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respectively, rate schedules A and B. The first comprises 
that part of the state lying on the north of the main line 
of the Missouri Pacific Ry. between St. Louis and Kansas 
City, and the second that part lying south of the above 
line. For a distance of 239 miles the rates in these two 
territories are as follows: 


1 2 


3 4 5 J i... e D 
614% 47% 36% 
5 


7% 2: 2620 18 14% 
23% 18 


7 46 4 3 ‘ 30 


The Missouri, Kansas & Texas Ry. has a line from 
Hannibal, Mo., to Clinton and Harrisonville which is but 
182 miles in length and which lies mainly in the lower 
rated schedule A territory. It established the rates now 
applicable to Springfield for that distance and the Frisco 
met them at Clinton and Harrisonville, which, in com 
pliance with the law of Missouri, necessitated holding the 
rates so established as maxima at Springfield. Therefore 
Springfield’s basis of class rates is lower than was pre- 
scribed by the railroad and warehouse commission of Mis 
souri to a greater extent than the Warnock case scale is 
lower than the 60-cent scale. 

On business moving ocean and rail from the Atlantic 
seaboard to Springfield, the Missouri River scale as es 
tablished in the Warnock case, supra, applies from the 
Mississippi River west. This traffic is carried via the line 
shown on the map from Birmingham, through Memphis 
Springfield and Fort Scott, to Kansas City. Complainant 
lays stress upon the fact that it is, so far as ocean-and- 
rail business from Atlantic seaboard territory is concerned, 
named as a Missouri River common point and considers 
that fact to be a substantial reason for according it the 
interriver scale on all-rail business from the territories 
named. The Frisco has not established the interriver 
scale from these territories to Springfield except on ocean- 
and-rail business. 

The distance from Birmingham, through Memphis, to 
Kansas City is 735 miles and the Frisco receives, in ad- 
dition to the proportion of the rate applying west of the 
Mississippi River, a substantial portion of the rate up to 
the Mississippi River. The interriver scale on ocean-and- 
rail business is also applicable via St. Louis, but prac 
tically none of that tonnage moves through that crossing 


While the Frisco, in order to keep its line open for a! 
classes of business between the rivers, has met the rates 
of the direct lines to Kansas City, it is not an active com 
petitor for St. Louis-Kansas City local business or all-rail 
business from middle west and eastern territory, and its 
interest in Missouri River business from the east is pri 
marily in the ocean-and-rail business through Birming 
ham. During the months of February and August, 1919, 
the total movement of all-rail traffic via the Frisco from 
central freight association territory to Kansas City was 
59,700 pounds of class traffic and 25 cars of miscellaneous 
articles taking commodity rates, while during the same 
months it moved through Birmingham and Memphis to 
Kansas City, from seaboard territory, 793,000 pounds 0! 
class traffic and 490,000 pounds of traffic taking co™- 
modity rates. 


The White River division of the Iron Mountain, 
tween Carthage, Mo., and Batesville, Ark., was construc ‘ed 
during the years 1903 to 1906. A branch line from Crane 
north to Springfield, about 34 miles in length, was opened 
for business April 20, 1907. Although the Iron Mountain 
traverses a higher-rated territory than does the Frisco, 
and Springfield is 449 miles distant from St. Louis via 
its road, on entering Springfield it met the rates of ‘'¢ 
Frisco. It also reaches Springfield from St. Louis \ia 
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Diaz, Ark., and Crane, Mo., over which route the distance 
is 512 miles. 

In June, 1912, the Iron Mountain handled 65,500 pounds 
of less-than-carload freight from Atlantic seaboard terri- 
iory to Springfield while from central freight association 
territory during the same month it carried 118,000 pounds 
of less-than-carload shipments. The carload business for 
the same month from the same territory was 397,000 
pounds. Apparently, therefore, a reduction in the scale 
via this road would affect a greater tonnage from central 
freight association territory than from seaboard terri- 
tory. 

Springfield is a city of 43,000 inhabitants. From letters 
on file in this case it appears to have been customary and 
the intention of the Frisco to accord Springfield the same 
commodity rates from central freight association and 
other eastern territory as obtain to Kansas City. Com- 
modity rates in and out of Springfield are not in issue, 
and complainant admits that the bulk of Springfield 
traffics moves in on such commodity rates. It is asserted, 
however, that the class rates under the 55-cent scale are 
lower than the commodity rates now in effect and that if 
Springfield is accorded the 55-cent scale there will be no 
further necessity for commodity rates. 


In distributing merchandise, Kansas City and Spring- 
field reach a considerable portion of the same territory 
at the same rates. In some instances rates from Kansas 
City are lower than from Springfield for similar distances, 
but inasmuch as such outbound rates are not here under 
attack, it is not necessary to outline the territory in 
which Springfield alleges that it is at a disadvantage as 
compared with Kansas City. It would be difficult so to 
do because of the tonnage received at Springfield on com- 
modity and ocean-and-rail rates. The gist of the complaint 
is that under the interriver scale Kansas City receives its 
goods at a less freight cost than does Springfield, and is 
therefor enabled to ship through and beyond Springfield, 
while on account of such difference in rates Springfield 
cannot ship half way to Kansas City. 


Complainant contends that as the distance from St. 
Louis to Springfield is less than the average short-line 
distance from St. Louis to Kansas City, and as traffic 
from St. Louis to Kansas City moves through Springfield 
on the 55-cent scale, the reasonableness of the 55 cent 
scale has already been determined in Burnham, Hanna, Mun- 
ger Co. vs. C., R. I. & P. Ry. Co., 14 I. C. C., 299 [Traffic 
World, July 18, 1908, p. 41], and the Warnock case, supra, 
and therefore testimony as to the unreasonableness of the 
62-cent scale is unnecessary. It insists that as ocean-and- 
rail shipments originating in Atlantic seaboard territory 
may move from St. Louis to Springfield in the same car 
or the same train as all-rail traffic from the territories men- 
tioned, the service which the Frisco performs under the 
62-cent scale is identical with that which it affords under 
the 55-cent scale. 


The allegation of unjust discrimination is based solely 
on the lower scale of rates to Kansas City than to Spring- 
field. Necessarily this involves not alone the question of 
whether the circumstances and conditions at Kansas 
City are dissimilar to those which obtain at Springfield, 
but also whether or not the fourth section of the act may 
properly be disregarded. The latter question is presented 
in the Friseo’s general applications for relief, Nos. 1840, 
1862 and 1898. 

To the north of Springfield lie Bolivar, Osceola, Clin- 
ton and Harrisonville, the rates to which from St. Louis 








THE TRAFFIC WORLD 573 









are on the same basis as Springfield. To Aurora and 


Monett the rates are: 


CRN oo asepatancdse ss bod Oy go -eS A OB CUD Ss 
Gi ss = reels inset sas 72.62 50 35 28 83 25 20 15 13 
t 

To Joplin and Carthage they are: 
CNGae Fo. coe et Ske 1-2: 3-4" 6-a~ B c DE 
ET Sa biinm sade ernsad 74 64 50 40 28 33 27% 21% 17 15 


Carthage, which is 75 miles west of Springfield, is 
therefore, on first-class traffic, 12 cents over Springfield, 
and if Springfield were given the interriver scale, the dis- 
advantage would be increased to 19 cents. In Leggett & 
Platt Spring Bed & Mfg. Co. vs. M. P. Ry. Co., 22 I. C. C., 
513 [Traffic World, March 9, 1912, p. 442], wherein the 
rates on spring wire from Chicago territory to Carthage 
were attacked as being unreasonable and discriminatory 
as compared with the rates to Kansas City and Springfield, 
we held that a rate on wire from Waukegan, Mich., to 
Carthage, more than 3 cents in excess of the rate to 
Springfield, was unjustly discriminatory. 

The carriers assert that if the rates to western Mis- 
souri were reduced, rates on the Frisco to points in Kan- 
sas as far west as Winfield would necessarily be cor- 
respondingly decreased. The Missouri Pacific has a dircet 
line west of Carthage into Kansas, and a reduction to 
Springfield and Carthage would reduce rates to points in 
Kansas 147 miles north, 167 miles west and 243 miles 
southwest of Fort Scott. 

The first-class rates from Memphis for distances rang- 
ing from 225 to 244 miles are from 74 cents to $1. The 
first-class rates from Kansas City for similar distances 
are higher than the local rates from St. Louis to Spring- 
field. 

Defendants submit that as the 55-cent scale applies 
to Kansas City and the 62-cent scale to Springfield, mathe. 
matically the Kansas City merchant has on first-class 
freight an advantage of 7 cents, but this difference does 
not afford a predicate that Springfield is subjected to 
unjust discrimination. They contend that Springfield must 
prove that the 62-cent scale is in and of itself unreason- 
able in order to obtain relief, if it be shown that the 
circumstances and conditions surrounding the transporta- 
tion to Kansas City are substantially dissimilar to those 
obtaining at Springfield. The short-line distance from 
Hannibal to Kansas City is 198 miles; from St. Louis, 
277 miles. In the Burnham-Hanna-Munger case, supra, 
we found that the average short-line distance from all 
Mississippi River crossings to Kansas City is 275 miles. 
Via the Frisco the distance from St. Louis to Kansas 
City is 440 miles. If the Frisco is to participate at all in 
Kansas City business, it must continue to meet the short- 
line rates. Traffic between the rivers by the direct lines 
is of immense volume and is denser by far than that 
from St. Louis to the southwest. The grades between 
the rivers are lower than those over the Ozarks; oper- 
ating conditions are more favorable in the northern than 
in the southern part of Missouri; the carriers operating 
directly between the rivers in the northern half of the 
state have lower unit costs and stronger financial con- 
ditions than do the southwestern lines. These facts seem 
to have been recognized by the railroad and warehouse 
commission of Missouri in establishing a lower scale of 
rates for the roads in the northern half of the state than 
for those in the southern half. 

Springfield is in competition with Louisville, Ky., St. 


* Louis, Missouri River cities, and such near-by towns as 


Carthage and Joplin, Mo., and Fort Scott, Kan. Spring- 
field has considerable advantage over Kansas City in 
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eastern Oklahoma, western Arkansas and south-central 
Missouri, and as a practical matter, in view of its now 
being accorded the 55-cent scale on ocean-and-rail business 
and commodity rates on a parity with Kansas City, its 
real competition is with St. Louis. In Fort Scott Indus- 
trial Assn. vs. St. L. & S. F. R. R. Co., infra, class and 
commodity rates maintained by the Frisco from St. Louis 
and East St. Louis were found to be neither unreasonable 
nor unduly prejudicial to Fort Scott, Kan., as compared 
with similar rates to Kansas City, and we granted the 
Frisco permission to continue lower rates from St. Louis 
and East St. Louis to Kansas City than to Fort Scott. 
In so far as it is applicable that finding is controlling 
here. 

Disregarding the benefits which have already been 
accorded to Springfield under commodity and ocean-and- 
rail rates and the fact that the rates which are assailed 
are lower than otherwise would have been given it but 
for the force of the competition of the Missouri, Kansas 
& Texas Railway, complainant’s contention in the instant 
case presents practically but one consideration—that the 
distance from St. Louis to Springfield via the Frisco 
is shorter than the average short-line distance between 
the rivers. The Commission’s opinions in the Burnham- 
Hanna-Munger and Warnock cases were based upon the 
controlling circumstances and conditions disclosed in 
those records. The Frisco was not a defendant in the 
Burnham-Hanna-Munger case, and our finding that the 
rates were too high had reference to the transportation 
via the direct lines between the rivers. If the rates fixed 
by the Commission on the highly competitive traffic be- 
tween the rivers were held to be the measure of all 
rates for equal distances from St. Louis, the present 
fabric of local and proportional rates therefrom would 
be disrupted beyond recognition. They are so well known 
that it is only necessary to refer to the controlling force 
of competitive conditions between the rivers and at Kan- 
sas City. They are substantially dissimilar from those 
obtaining at Springfield. Im the circumstances we cannot 
find the challenged rates to be either unreasonable or 
unjustly discriminatory. 

Such parts of the fourth section applications herein- 
before mentioned as are applicable in this connection 
will be granted upon the condition that the present rates 
to Springfield shall not be exceeded and the complaint 
will be dismissed. 











ORDERS. 


No. 4810. 

This case being at issue upon complaint and answers 
on file, and having been duly heard and submitted by 
the parties, and full investigation of the matters and 
things involved having been had, and the Commission 
having, on the date hereof, made and filed a report con- 
taining its findings of fact and conclusions thereon, 
which said report is hereby referred to and made a part 
hereof: 

It is ordered, That the complaint in this proceeding 
be, and it is hereby, dismissed. 





FOURTH SECTION ORDER NO. 3705. 
IN THE MATTER OF APPLICATIONS NOS. 1840, 
1862 AND 1898 OF W. H. HOSMER, AGENT, FOR 
AND ON BEHALF OF ST. LOUIS & SAN FRAN- 


CISCO RAILROAD CO., AND J. W. LUSK, W. C. 
NIXON AND W. B. BIDDLE, RECEIVERS THEREOF, 
AND ALL OTHER CARRIERS PARTICIPATING IN 
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HIS TARIFFS I. C. C. NOS. A-173, A-110 AND A-115 
RESPECTIVELY, FOR RELIEF FROM THE PRO 
VISIONS OF THE FOURTH SECTION OF TH! 
ACT TO REGULATE COMMERCE, AS AMENDE!) 
JUNE 18, 1910. 


Proportional Class Rates. 


These applications, Nos. 1840, 1862 and 1898, co 
tain, among other things, request for authority to co: 
tinue to charge proportional class rates from St. Louis 
Mo., to Kansas City, Mo., via the line of the St. Loui 
& San Francisco Railroad Co., on traffic originating easi 
of the Indiana-Illinois state line, in Central Freight Asso 
ciation, southeastern and Carolina territories, which ar: 
lower than the rates concurrently maintained on like 
traffic from St. Louis, Mo., to Springfield, Mo. A public 
hearing having been held upon these applications, in so 
far as they relate to the said proportional class rates 
from St. Louis to Kansas City on traffic originating east 
of the Indiana-Illinois state line, in Central Freight Asso 
ciation, southeastern and Carolina territories, and full 
investigation of the matters and things involved having 
been had, and the Commission having, on the date hereof, 
made and filed a report containing its findings of fact 
and conclusions thereon, in Docket No. 4810, Springfield 
Traffic Bureau of the Jobbers & Mfrs. Assn. vs. St. L 
& S. F. R. R. Co., which said report is hereby referred 
to and made a part hereof: 

It is ordered, That the petitioner herein be, and h 
is hereby, authorized to continue proportional class rate 
from St. Louis, Mo., to Kansas City, Mo., via the lin« 
of the St. Louis & San Francisco Railroad Co., applicabl 
on traffic originating east of the Indiana-Illinois stat« 
line, in Central Freight Association, southeastern and 
Carolina territories, which are lower than the rates co! 
currently applicable on like traffic from St. Louis, Mo 
to Springfield, Mo., an intermediate point, provided the 
present rates to Springfield, Mo., are not exceeded. 


GATEWAYS OPENED AND CLOSED 


—_— 


1913. 1914. 


The proposed closing of the Wallula gateway to shipments o 
wool from local points on the lines of the Oregon-Washing 
ton R. R. & Navigation Co. to the east over the Norther: 
Pacific found upon the facts of record not to involve ar 
unreasonable consequences and the order of suspension 
therefore vacated. 

2. The closing of the Spokane, Silver Bow and Butte gateway) 
to shipments of lumber originating on other lines and des 
tined to points of consumption on the lines of the Unio: 
Pacific system not sustained by the facts shown of recor: 
and the order of suspension is therefore made permanent 

The cancellation of through routes and joint rates by way « 
the Colorado gateways upon general traffic between point 
on the lines of the Oregon-Washington R. R. & Navigatio: 
Co. and the Missouri River and points east thereof held n¢ 
to have been justified of record, and the order of suspensi: 
is therefore made permanent. 

4. The traffic and tariff arrangements of the Chicago, Milwau 
kee & St. Paul and the Great Northern with certain Pug: 
Sound boat lines serving particular mills criticized and co: 
demned., 


H. A, Scandrett for Union Pacific Railroad Co., Orego! 
Short Line Railroad Co., and Oregon-Washington Railroa 
& Navigation Co. 

F. G. Dorety for Great Northern Railway Co. 

F. D. Burroughs for Chicago, Milwaukee & St. Pa 
Railway Co. 

Clyde B. Aitchison for Railroad Commission of Orego! 

Stephen V. Carey for Public Service Commission « 
Washington. 

G. N. Skinner for Puget Sound Naval Station Route. 

Joseph N. Teal, William C. McCulloch, E. M. Fran! 


Submitted Oct. 11, Decided Feb. 9, 
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\. F. Mills. C. E. Hill. and C. A. Johnson for various lum- 
er companies. 
Report of the Commission. 


HARLAN Commissioner: 

In this proceeding an attempt is being made, by certain 
arriers serving the northwest and particularly the states 
ff Oregon and Washington, to close established routes 
for certain traffic. The proposed cancellations fall into 
four groups, and the carriers justify their course upon 
lifferent grounds in each case. The first three gateways 
are to be closed, at the instance of the lines composing 
the Union Pacific system, in order, as it is stated, to con- 
serve their revenues. The protestants, among whom are 
numbered the public utilities commissions of the states 
of Oregon and Washington and the largest lumber pro- 


‘ducers’ association along the northwest coast, insist that 


this action is a part of a general plan of the Union Pacific 
lines to limit markets and distribution; to create a mo- 
nopoly of traffic; and to destroy the right of shippers to 
control the routing of their freight as provided in the 
amended act. The carriers deny that there is any general 
plan with such purposes in view, and they insist that the 
proposed cancellation of routes is justified in each instance 
by the facts applicable to the particular situation. The 
existing conditions will appear in the discussion of each 
gateway. , 
The Wallula Gateway. 

It is proposed to close this route to wool traffic passing 
from local points on the line of the Oregon-Washington 
Railroad & Navigation Co. to the east over the Northern 
Pacific. Only 12 cars of wool have passed through this 
gateway during the last fiscal year, and for four previous 
years there is no record of any movement. If this route 
is closed three other routes to the’ Missouri River will 
still remain open; one by way of the Union Pacific system 
lines, another in connection with the Great Northern, and 
a third in connection with the Chicago, Milwaukee & St. 
Paul. In moving the traffic by way of Wallula and the 
Northern Pacific from Arlington, in the state of Oregon, 
said to be a typical point of origin, the Oregon-Washington 
has only a 72-mile haul, whereas the originating line has 
a movement of 280 miles to the junction with the Great 
Northern at Spokane, and 247 miles to its connection with 
the Milwaukee at Plummer, in the state of Idaho. The 
movement in the greatest volume is over the Union Pacific 
system rails to the Missouri River, in which case those 
lines get their longest haul. The distance to Chicago 
from Arlington over the routes here reviewed is as fol- 
lows: 


Miles. 

Oregon-Washington, Northern Pacific and Burlington...... 2,175 

Uregon-Washington, Great Northern and Burlington...... 2,186 
Oregon-Washington, Oregon Short Line, Union Pacific and 

err oe ote ee ee ee ee eee 


Oregon-Washington and Chicago, Milwaukee & St. Paul....2,092 


The protestants are principally concerned with what 
they think is a general plan of limiting the shippers’ right 
to route their traffic; but they also contend that the can- 
cellation of the Wallula gateway would curtail the avail- 
able routes through the great lakes in connection with 
lake lines. The same rate however applies by the boat 
lines as by all-rail routes to the east, and the same rate 
ipplies to Duluth as to all points east of Duluth. There 
is little force therefore in that contention. It was also 
pointed out by the protestants that the sheep from which 
the wool is gathered along the lines of the Oregon-Wash- 
ngton Railroad & Navigation Company are grazed in 
part on lands belonging to the Northern Pacific, and the 
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grazing rights are leased from the latter line under an 
agreement which requires that the products of the flocks 
so grazed shall be routed over the Northern Pacific lines 
provided the same rates apply over that route as over 
other routes. But the Northern Pacific is not before us 
in this proceeding and has entered no protest against the 
closing of the Wallula gateway to the wool traffic. 

As is recited in Rates on Wool, 23 I. C. C., 151 (The 
Traffic World, Apl. 30, 1912, #770); 25 I. C. C., 185 (The 
Traffic World, Dec. 7, 1912, p. 905); 25 I. C. C., 675 (The 
Traffic World, Jan. 25, 1913, p. 221), the rates on wool were 
formerly made on the coast combination, using the third- 
class rate from the point of origin to the coast plus the 
terminal rate of $1, which is blanketed as to destinations 
from Colorado to the Atlantic seaboard. The tariffs filed 
as a result of our report in that case carried the same 
basis for constructing the through rate except that the 
fourth-class rate to the coast was used as a factor instead 
of the third. The $1 terminal rate was used as the other 
factor because the combination made in this way results 
in lower rates than the mileage scale which we fixed. The 
cancellation of this through charge will involve the appli- 
cation of the local rates to and from Wallula in order to 
move the traffic east of that point over the Northern 
Pacific. When the tariffs were filed, to meet the views of 
the Commission in Rates on Wool, supra, the cancellation 
of the Northern Pacific routing through Wallula was car- 
ried in the same tariff with the reduction in the through 
rates, and, therefore, when we suspended the application 
of this tariff there was left in effect the through route 
with the joint rate based on the third-class combination 
carried in the older tariff. Consequently, although the 
cancellation of the routing is suspended in this proceed- 
ing, no traffic is moving because of the older and higher 
rates. It was suggested that there might be a curtail- 
ment of the car supply if this route were canceled, but 
the witness did not recall that a shortage of cars at his 
shipping point had ever been relieved by cars from the 
Northern Pacific, and, in fact, the testimony showed that 
there had seldom been any delay of wool shipments by 
reason of the failure of the Oregon-Washington to furnish 
equipment. 

The issues here presented are substantially similar to 
those involved in’ Rates on Cotton Seed and its Products, 
28 I. C. C., 229 (The Traffic World, Aug. 23, 1913, p. 409). 
In that case we considered whether a line originating 
freight and being in a position to transport it to des- 
tination over its own rails and by the shortest route could 
be compelled to maintain a through route with another 
carrier or could insist upon conserving to itself the long 
haul. We there found that if we had been asked as an 
original proposition -to establish a through route and 
joint rate by the longer route, we would have found it to 
be an unnatural one and would have held under the 
statute that we had no right to deprive the originating 
line of its long haul. 


Under all the circumstances disclosed of record with 
respect to the proposed cancellation of this gateway we 
find that the respondents have justified that course and 
our order suspending the effectiveness of the closing of 
that route will therefore be vacated. 


Silver Bow, Spokane and Butte Gateways. 


The second group of cancellations suspended in this pro- 
ceeding are those involving eastbound rates on lumber 
and forest products from originating mill points on other 
lines through the Spokane, Silver Bow, and Butte gate- 
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ways to consuming points along the line of the Union 
Pacific system. The carriers did not understand that our 
order of suspension applied to the cancellation of routing 
by the Butte gateway and that route from mill points on 
the Milwaukee was closed for a time, but when they 
realized that the cancellation was suspended in our eighth 
sunpplemental order it was reopened. The cancellation 
of all of these routes will inyolve the application of the 
combination of local rates through the gateways and 
will result in an increase in rates amounting to from 
4 cents to 15 cents per 100 pounds. It is admitted by 
the carriers that the application of the combination of 
locals will exclude lumber originating on other lines 
from local markets on the Union Pacific system. The 
rates through the Spokane gateway apply from substan- 


tially all territory served by the Great Northern Railway. 


and some connecting lines west of and including Bonners 
Ferry, in the state of Idaho, except points south of Ta- 
coma, to substantially all territory tributary to the Union 
Pacific system lines from Pocatello to the Missouri River. 
The rates through the Silver Bow gateway apply from 
substantially all territory tributary to the Northern Pa- 
cific Railway west of that point, also from all points on 
the Spokane, Portland & Seattle, from Portland to Goble, 
inclusive, and all points on the Tacoma & Eastern, Col- 
umbia & Puget Sound, Bellingham & Northern, Spokane & 
Inland Empire, and Idaho & Washington Northern. The 
Butte gateway is open from all territory tributary to the 
Chicago, Milwaukee & St. Paul west of Butte, and in 
general to the same destination territory as is described 
in connection with the Silver Bow and Spokane gateways. 
The joint rates through Spokane and Silver Bow became 
effective about the year 1900, when there was very little 
lumber tributary to what was then the Oregon Railroad 
& Navigation Company. The rates were installed to 
attract tonnage from the connecting lines, and it is to 
be noted that following the same policy the joint rates 
through Butte from mill points on the St. Paul were 
installed ‘in 1910 when that line was extended to the 
coast. Since 1900 the Oregon Railroad & Navigation Co. 
line has been extended and new branch lines have been 
purchased and built, so that there is now tributary to its 
successor, the Oregon-Washington Railroad & Navigation 
Co., a large amount of timber in eastern and western 
Washington, Idaho, and eastern Oregon. It is now con- 
tended that inasmuch as the mills on its lines produce 
sufficient lumber to supply all the markets on the Union 
Pacific system, the Oregon-Washington road is justified 
in denying access to markets along the Union Pacific lines 
to mills located on other lines. The cancellation of these 
routes is said to be in the general interest of the con- 
servation of the revenues of the Union Pacific lines and 
also in the interest of its local mills, as it reserves to the 
latter a monopoly of the markets local to the Union Pa- 
cific lines. 

The Oregon-Washington shows that in 1912, some 816 
carloads of lumber and shingles were delivered to its 
rails by the Great Northern at Spokane, and that of this 
number 9 carloads originated at points also reached by 
the Oregon-Washington and only 71 cars went to com- 
petitive points of destination. Similarly it was shown 
that in 1912 there were delivered to the Oregon Short Line 
by the Northern Pacific at Silver Bow, 1,994 cars, of 
which 1,479 were destined to Union Pacific system local 
points and 515 to competitive points. There was not much 
testimony given at the hearing regarding the Butte gate- 
way because at the time the carriers did not consider 
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that the cancellation of that route had been suspended 
but it was said that the movement through Spokane an 
Silver Bow was representative of the traffic movin: 
through Butte from St. Paul points. The Union Pacifi 
lines contend that their local mills are excluded fron 
markets that they should rightfully reach at a lower rat: 
of freight than the mills on the Northern Pacific, Grea 
Northern and St. Paul so long as lumber from local point 
on the Union Pacific’s rails must pay the combination o 
local rates to reach consuming points on the other lines 
Witnesses appeared in support of these cancellations wh: 
were operating lumber mills at points local to the Oregon 
Washington. They testified that they considered thi: 
limitation upon the markets of their competitors located 
on other lines of road as an act of simple justice to then 
because the Northern Pacific and Great Northern had al 
ways refused to join in rates to local points of consump 
tion on other lines from local points on the Oregon 
Washington. Two of these witnesses, however, admitted 
that they would prefer to have through rates from their 
mills to destinations on the other lines, thus widening 
their markets. But being excluded from markets on the 
Northern Pacific and Great Northern, they felt that they 
were entitled to a monopoly of all markets on the Union 
Pacific. Regarding this feature of the case the chief 
witness for the carrier asserted that the cancellations in 
question had been made in recognition of the wisdom of 
the policy pursued by the Great Northern and Northern 
Pacific. He insisted that this action by the Union Pacific 
lines can not be described as an act of reprisal, but that 
it was only a tardy recognition by his company of the 
wisdom of the course which competing lines have pur 
sued. 


The Union Pacific-asserts that because of the two-line 
haul and the relatively low rates that prevail on lumber 
throughout this territory, the traffic from mill points on 
other lines is not attractive to the Union Pacific. As has 
been shown, it was sufficiently attractive to extend the 
same policy of joining in rates from mills on the St. Pau! 
when that line was extended to the coast as had prevailed 
for ten years in connection with the Great Northern and 
Northern Pacific, and the record does not give any indi 
cation that these rates so long voluntarily continued are 
now unreasonably low. The question of the right of the 
carrier to limit markets and create a monopoly on behalf 
of protestants located on its line has been passed upon 
by the Commission in a long series of cases, familiar to 
all who have followed the discussion of that importan' 
question. Cardiff Coal Co. v. C. M. & St. P. Ry. Co., 13 
I. C. C., 467 (The Traffic World, May 2, 1908, p. 10); Cham 
ber of Commerce of Milwaukee v. C., R. I. & P. Ry. Co 
15 I. C. C., 460 (The Traffic World, Mar. 13, 1909, p. 361) 
Standard Lime & Stone Co. v. C. V. R. R. Co., 15 I. ©. C 
620 (The Traffic World, Apr. 17, 1909, p. 527); and Rates 
from Walsenburg Coal Field, 26 I. C. C., 85 (The Traffi 
World, Feb. 15, 1913, p. 426). 

We have no hesitation in coming to the conclusion from 
the record on this phase of the case that the Union Pacifi 
has failed to justify the advance which they propose i 
lumber rates from mill points on other lines. 


Colorado Gateways. 


Various tariffs affecting the movement of traffic of a!! 
kinds through the Colorado gateways are suspended i 
the third group of cancellations of routings. Stated 
briefly, these tariffs, if permitted to become effective, wi!! 
result in canceling through routes and joint rates by wa 
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)f the Colorado gateways on all traffic originating at points 


led served by the Oregon-Washington Railroad & Navigation 
an Co. destined to the Missouri River or points east thereof, 
rins and conversely, on traffic originating at points on the 
abit Missouri River or east thereof having destination in 
ron Oregon-Washington Railroad & Navigation territory. 
rate Through routes and joint rates on traffic originating at 
reat or destined to points between the Colorado gateways and 
ints the Missouri River remain undisturbed. The amount of 
1 of tonnage that has heretofore been moved through these 
nes gateways in connection with the prairie lines is not shown 
who of record, but it is said to be large. The lines operating 
Zon east from Denver actively solicit the traffic in originating 
this territory east and west. They are not represented in this 
ated proceeding and their absence is not explained of record. 
hem What actuated them to acquiesce in the course here being 
| al pursued by the Union Pacific is therefore a matter of con- 
imp jecture. 
Zon The Union Pacific system lines justify their proposed 
tted action on the ground that the routes offered by its system 
heir are shorter by more than 1,000 miles than other routes 
ling between points of shipment and destination; that no 
the through charges are advanced; and that they are entitled 
they to the long haul in both directions in the absence of pro- 
nion test from the connecting lines. They contend that they 
hief have spent much money in improvements; that the lines 
s in have been double tracked for nearly the whole distance 
n of from Omaha to Granger, in the state of Wyoming; and 
lern that being in position to furnish better service than the 
cific other lines they should be permitted to get the fullest 
that return for themselves on traffic moving to and from their 
the exclusive territory. The protestants deny the right of a 
pur railroad to cance] joint rates and through routes long in 
effect for the purpose of confining all business possible 
line to its own rails and eliminating competitive conditions. 
shor They contend that to permit these cancellations is to 
. on create a monopoly of traffic and in effect is to take from 
has the shippers the power to control the routing of their 
the freight. 
Paul The route of the Union Pacific system lines extends 
siled from Portland, Spokane, and other points on the west to 
and Omaha, Council Bluffs, and Kansas City on the east. All 
indi traffic moving between the points mentioned must neces- 
are sarily pass through Cheyenne, in the state of Wyoming, 
the : located 106 miles north of Denver. From Cheyenne to 
half Omaha the distance is 516 miles by way of the Union 
1pon Pacific, and from Denver to Omaha the short line mileage 
r to is by way of the Chicago, Burlington & Quincy, 538 miles. 
tant Traffic delivered to or received from the Burlington at 
13 Denver must, however, be moved between that point and 
ham Cheyenne, 106 miles away. The Union Pacific route from 
Co ; Oregon-Washington points is therefore 128 miles shorter 
61) to Omaha than is that of any other line. From Cheyenne 
:C to Kansas City by way of the Union Pacific over its new 
ates cut-off route is 623 miles. Traffic moving between these 


-affi points over the Rock Island, which has the shortest route 
through Denver, travels 742 miles, or 119 miles more than 
when hauled through by the Union Pacific. It is therefore 


from : 
cific plainly apparent that the Union Pacific offers the shortest 
e in route between the Missouri River and points local to its 


lines in Oregon and Washington. 
There is some contention by the protestants that the 
rates as proposed will curtail the free reconsignment of 
f all shipments of apples from the Oregon territory to the east. 
d in It appears that it is the effort of the protestants in the 
tated west to harvest their fruit crop and hurry it to storage 
on the east side of the Rocky Mountains as early as pos- 
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sible because under the present tariffs it may be recon- 
signed free from any such point over any route to destina- 
tions east of Denver, whether east or west of the Missouri 
River. This may still be done under the proposed tariffs 
to any consuming point west of the Missouri River but it 
can not be reconsigned on the balance of the through rate 
to points on the Missouri River or east thereof. The 
carriers admit that there is this defect in the present 
tariffs and if the difficulty suggested should arise they 
will revise their tariffs to permit as free movement of 
fruit as heretofore. 

The protestants admit that in routing freight to the 
east it is the general practice to specify Union Pacific 
routing as far as the Missouri River because of the fact 
that it offers the shortest line and being, in fact, a one- 
line haul, affords a better service. They insist, however, 
that if that carrier is permitted to monopolize the busi- 
ness by cutting out the through routes, there will be no 
such incentive to efficient service as now exists. 

There is a further specific complaint. A large amount 
of traffic consists of lumber from the Willamette Valley, 
which is sold to the Rock Island and other prairie lines, 
delivered on their rails at Denver. In such instances the 
shipper gets the benefit of paying only the Union Pacific 
lines’ division of the through rate instead of the local rate 
to Denver. The Union Pacific insists that this question 
was passed upon by the Commission in Lumber Rates 
from Mississippi to Eastern Points, 27 I. C. C., 6 (The 
Traffic World, May 17, 1913, p. 1077), and that that case 
and the one before us here are identical in the facts pre- 
sented. 

With regard to the westbound rates through the Den- 
ver gateways, a somewhat more difficult problem is pre- 
sented. It will be observed that the reverse of the situa- 
tion as described for eastbound traffic is here before us. 
Traffic originates on other lines; ordinarily such lines 
would insist before the Commission upon their right to 
the long haul as originating carriers and would contend 
that the Commission could not compel them to deliver it 
up short of the Colorado gateways, but here the Union 
Pacific insists that the originating lines, for reasons 
sufficient to themselves, have not seen fit to protest against 
this adjustment and that the Commission is therefore 
without power to keep the routes open under section 15 
as amended. While counsel frankly stated in oral argu- 
ment that it was probably the intention of Congress under 
that amendment to give to the Commission the widest 
discretion in the matter of prescribing through routes and 
joint rates, he contends that under the language of the 
section in its amended form we have less power than 
formerly. After setting forth the circumstances under 
which the Commission may establish through routes, sec- 
tion 15 now provides: 


And in establishing such through route the Commission shall 
not require any company, without its consent, to embrace in 
such route substantially less than the entire length of its rail- 
road and of any intermediate railroad operated in conjunction 
and under a common management or control therewith which 
lies between the termini of such proposed through route, unless 
to do so would make such through route unreasonably long as 
compared with another practicable through route which could 
otherwise be established. 


The respondent insists that this provision applies to the 
Union Pacific system as a whole, because the Union Pacific 
Railroad Co. owns all of the stock of the Oregon Short 
Line, which in turn owns all of the stock of the Oregon- 
Washington Railroad & Navigation Co. with the exception 
of 15 shares out of a total issue of 500,000 shares. The 
record shows that all three companies have the same 
executive officers and that many of the operating officials 
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of the three lines are the same. Their rails extend be- 
tween the termini of the routes wnder discussion and the 
inclusion of their entire lines in such routes does not 
make them unreasonably long as compared with another 
practicable through route. It is contended by counsel for 
the protestants that the provision of the act above quoted 
was intended to apply only in a case parallel with the 
Rates on Cotton Seed and its Products case, supra; that 
is to say, its only application was in case the originating 
carrier had a line extending the whole distance from 
point of origin to destination. In other words, if the 
Union Pacific originated traffic in Kansas or Nebraska 
destined to points on its line in Oregon, it could not be 
compelled to short haul itself and give any part of the 
movement to a competing line, but that where the orig- 
inating line does not extend all the way between the 
termini, the Commission has the widest discretion in fix- 
ing or continuing joint rates and through routes. We 
have pointed out the desirability of keeping open these 
gateways to shipments of deciduous fruits, and this view 
was met by a frank response from the carriers. That 
lumber shippers from Oregon mills will be driven out of a 
profitable market in the sale of their product to the 
prairie lines is equally clear in the record before us. It 
is also unquestioned that under the present tariffs active 
competition for the large traffic passing between the local 
territory of the Oregon-Washington and the Missouri 
River exists between all the prairie lines so far as their 
rails reach. The Union Pacific lines seek to protect their 
own revenues and waive aside these large public interests 
by a simple reference to the limitation, under section 15 
as amended, upon our power to establish through routes. 
We can not read the act in this narrow manner. To break 
down routes long established by such a construction is a 
proposal that does not merit serious consideration. In 
United States v. Union Pacific R. R. Co., 226 U. S., 61, 
full consideration was given to the practical monopoly 
of traffic that might be effected by the elimination of 
such competition as is here sought to be effaced. We 
have not regarded it as a part of our duty to administer 
the antitrust laws but the thought presented in that case 
shows fully the evil effect to the public that would flow 
from the elimination of the competitive routes to which 
we are here asked to give approval because we are 
powerless to prevent. We can not give assent to such a 
proposition. The matter of through routes and joint rates 
is not dealt with alone in section 15, but we must read, 
together with that provision, those contained in the first 
and third sections of the act. It is not necessary here to 
discuss again the power which we consider Congress has 
given us in this matter. We expressed fully our view in 
the case of Flour City Steamship Co. v L. V. R. R. Co., 
24 1. C. C., 184 (The Traffic World, July 6, 1912, p. 4), and 
we here give full assent to the view we there expressed. 
We shall therefore enter an order making permanent for 
the statutory period the suspension of the tariffs seeking 
to cancel joint rates through the Colorado gateways. 


Puget Sound Boat Lines. 


When the St. Paul line was extended to Seattle it 
entered into an arrangement with boat lines engaged in 
private transportation on Puget Sound under which tariffs 
were published establishing joint rates from water-locked 
mills on the west side of Puget Sound applying on shingles 
to the east. The rates so established were 5 cents per 
100 pounds higher than the terminal rates applying from 
mills at Seattle and elsewhere in the coast group that 
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were located on the rail lines. The rate so establish: 
was divided by giving to the boat lin 12% cents per 10 
pounds, or, in other words, the Milwaukee shrunk it 
revenue 74% cents under what it was receiving for hau 
ing shingles from mills located on its line. The boa 
lines with which this arrangement was made were owned 
and operated for the most part in the interest of th: 
water-locked mills which they served. They made 1 
pretense of being interstate carriers beyond the mer 
concurrence in the Milwaukee's tariffs. They filed no 
reports with this Commission. 

In order to meet this situation the Great Northern 
entered upon arrangements with independent boat lines 
quite different in character but equally unique. Th« 
boat lines here are not shown of record to have been 
financially of the same interest with the shingle mills 
but made no effort to become amenable to our jurisdi 
tion. The line of the Great Northern to the east extends 
northward from Seattle along Puget Sound, passing 
through Edmonds, from which point, among others, joint 
rates on shingles were established with the boat lines on 
the basis of the terminal group, and the divisions gave 
to the water lines 7% cents per 100 pounds out of the 
terminal rates. Despite the appearance of the tariff 
the shingle traffic does not originate at Edmonds. As in 
the case of the Milwaukee the shingle mills are located 
at water-locked points on the sound. They are hauled by 
the boat lines from the mill to Edmonds. At that point 
joint billing is made out, and, without unloading, th« 
boat proceeds to Seattle and delivers the shingles to th: 
Great Northern, which then transports them back throug 
Edmonds to the east. 

The carriers insist that following the arrangement 
described there ensued much rate manipulation the nature 
of which is not fully made clear of record, but the mer: 
statement of such arrangements must bring condemna 
tion upon them. The principle involved in the pla! 
devised by the Milwaukee of securing this shingle traffi: 
has been recently passed upon by the Commission in th« 
Industrial Railways Case, 29 I. C. C., 212. The waste of 
transportation in hauling traffic from Edmonds to Seattle 
and back through Edmonds by the Great Northern can 
not be justified by the facts of the actual operation so 
skillfully concealed in the tariffs. Our order of suspen 
sion will be vacated, but in coming to this conclusion 
it must be understood that we do so solely because o! 
the facts here disclosed. We believe that any prope! 
development that will open our waterways to the use o! 
the public should be encouraged. 

ORDER. 

It appearing, That on April 4, 1913, the Commiss‘o 
entered upon an investigation concerning the propriet 
of the increases and the lawfulness of the rates, charge 
regulations, and practices stated in schedules contain: 
in tariffs designated as follows: R. H. Countiss, age! 
supplements No. 5 to I. C. C. No. 956, No. 10 to I. C 
No. 958, No. 5 to I. C. C. No. 959, No. 12 to I. C 
No. 959, I. C. C. No. 968, and I. C. C. No. 969; C 
McCain, agent, supplement No. 13 to I. C. C. No. 5; Eugs 
Morris, agent, supplement No. 13 to I. GC. C. No. 

R. H. Countiss, agent, supplement No. 13 to I. C. C. 
948; C. C. McCain, agent, supplement No. 6 to I C 
No. 7; Eugene Morris, agent, supplement No. 6 to I. C 
No. 346; R. H. Countiss, agent, supplement No. 6 to | 
C. No. 953; Oregon-Washington Railroad & Navigatiol 
Co., I. C. C. No. 218, and subsequently ordered that 
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operation of said schedules contained in said tariffs be 
suspended until February 28, 1914, which schedules were 
oluntarily suspended by the carriers until April 1, 1914; 
ind the Oregon-Washington Railroad & Navigation Co. 
oluntarily suspended until April 1, 1914, the following 
tariffs: Supplements Nos. 7 to I. C. C. No. 263, 9 to I. C. 
C. No. 186, 26 to I. C. C. No. 1878, 10 to I. C. C. No. 218, 
and I. C. C. No. 288; 

It further appearing, That a full investigation of the 
matters and things involved has been had and that the 
Commission, on the date hereof, has made and filed a 
report containing its findings of fact and conclusions 
thereon, which said report is hereby referred to and made 
a part hereof: 

It is ordered, That the order of the Commission sus- 
pending until February 28, 1914, the operation of said 
schedules in said tariffs be, and it is hereby, vacated 
and set aside, in so far as such schedules relate to the 
proposed closing of the Wallula gateway to shipments 
of wool from local points to the east over the Northern 
Pacific Railway, and in so far as such schedules relate 
to the movement of shingles in connection with boat 
lines operating on Puget Sound. 

It is further ordered, That the carriers respondents 
herein and designated in said tariffs be, and they are 
hereby, notified and required to cancel on or before May 
1, 1914, the rates, charges, practices, and regulations 
stated in the schedules specified in said orders of sus- 
pension in so far as such schedules propose to close the 
Spokane, Silver Bow, and Butte gateways to shipments 
of lumber originating on other lines and destined to 
points of consumption on the lines of the Union Pacific 
system; and in so far as they propose to cancel through 
routes and joint rates by way of the Colorado gateways 
upon general traffic between points on the lines of the 
Oregon-Washington Railroad & Navigation Co., on the one 
hand, and points on the Missouri River and east thereof, 
on the other. 

It is further ordered, That said carriers shall establish 
on or before May 1, 1914, upon notice to the Interstate 
Commerce Commission and the general public by not less 
than five days’ filing and posting in the manner prescribed 
in section 6 of the act to regulate commerce, and for a 
period of not less than two years from said May 1, 1914, 
apply to the transportation of the traffic described in the 
schedules covered by said orders of suspension, men- 
tioned in the next preceding paragraph hereof, from the 
points of origin to the points of destination named in 
the schedules covered by said orders of suspension, rates 
not in excess of those applicable from said points of 

origin to said points of destination in effect on December 
27, 1912, via the routes then established. 

ind it is further ordered, That a copy hereof be forth- 
with served upon Eugene Morris, C. C. McCain, and R. H. 
Countiss, agents, and upon the carriers respondent herein, 
parties to said schedules, and that a copy hereof be filed 
with said schedules in the office of the Commission. 


ADJUSTS PADUCAH LUMBER RATES 


__—- 


CASE NO. 5897. (29 I. C. C. 583-592) 
PADUCAH BOARD OF TRADE VS. ILLINOIS CENTRAL 
RAILROAD COMPANY ET AL. 


Submitted Nov. 12, 1913. Decided March 3, 1914. 
iplainant alleges undue discrimination against Paducah, Ky.. 
in favor of Cairo, Iil., in rates on lumber from Mississippi, 
Louisiana and that part of Arkansas which is south of the 
line of the Chicago, Rock Island & Pacific from Memphis 
to Little Rock; Held, That— 
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1. Lumber from the Mississippi Valley does not meet such com- 
petition at Cairo as would justify the maintenance of lower 
— there than to Paducah from equidistant producing 
points. 


2, Rates to Paducah from substantially equidistant points in 
Mississippi and Louisiana east of the river should be no 
higher than 1 cent below those contemporaneously main- 
tained from the same points to Cairo. 

3. Rates to Paducah from substantially equidistant points in 
Arkansas and Louisiana west of the river on the south of 
the line of the Chicago, Rack Island & Pacific from Mem- 
phis to Little Rock should be no higher than those con- 
temporaneously maintained from the same points to Cairo. 

4. A carrier cannot reserve to itself the long haul if to do so 
works unduly to the detriment of the shippers. 

5. Cairo is on the north bank of the Ohio River and it is 
necessary to cross the Ohio in hauling to Cairo from 
southern producing points. This is an additional service 
over and above that rendered in hauling to Paducah, 
which is a south-bank point. Carriers should either 
charge a bridge toll on traffic in both directions at every 
Ohio River crossing or not charge it at any crossing. 
seg Lumber Co. vs. L. wR. BR: Co. BB Le C., 
565. 

E. W. Hines, J. V. Norman, and W. F. Bradshaw, Jr., for 
complainant. 

R. Walton Moore and Merrill P. Callaway for Illinois 
Central Railroad Co. and other defendants. 

Fred G. Wright for St. Louis, Iron Mountain & South- 
ern Railway Co., Missouri Pacific Railway Co., and Natchez 
& Southern Railway Co. 

W. F. Dickinson for Chicago, Rock Island & Pacific Rail- 
way Co. 

A. P. Humburg for the Yazoo & Mississippi Valley Rail- 
road Co. 

S. H. West, E. A. Haid, and R. D. Coleman for St. Louis 
Southwestern Railway Co. 

G. B. Auburton for New Orleans Great Northern Rail- 
road Co. 

R. B. Scott for the Chicago, Burlington & Quincy Rail- 
road Co. 

Report of the Commission. 

MEYER, Commissioner: 

This complaint concerns rates on lumber of all kinds 
to Paducah, Ky., as compared with rates to Cairo, IIl., 
from the states of Mississippi and Louisiana and that part 
of Arkansas which is south of the line of the Chicago, 
Rock Island & Pacific Railway from Memphis, Tenn., to 
Little Rock, Ark. From all this territory the short line 
distance is practically the. same to Paducah as to Cairo; 
such slight differences as exist are in favor of Paducah. 
Nevertheless the rates on lumber are from 1 to 6 cents 
per 100 pounds higher to Paducah than to Cairo. It is 
alleged that at least in so far as the rates to Paducah 
exceed those to Cairo they are unjust and unreasonable 
and unduly discriminate against Paducah to the undue 
preference and advantage of Cairo. 

The complaint is brought by the Paducah Board of 
Trade, a corporation, with headquarters at Paducah. 
While there are a number of manufacturers of lumber and 
wood articles at Paducah, it is stated that under the 
present combination of in and out rates rehandling 
yards are unable to locate there and compete successfully 
with those at Cairo. Several witnesses testified that al- 
though they lived at Paducah and would prefer to estab- 
lish yards there, they were maintaining rehandling yards 
at Cairo, Metropolis, and Brookport, Ill., because of the 
more favorable rate situation at the iatter points. 

We will first consider the rates from the territory de- 
scribed east of the Mississippi River and then those from 
the territory west of the Mississippi. 

From producing points east of the Mississippi and north 
of the line of the Alabama & Vicksburg Railway from 
Vicksburg to Meridian, Miss., rates on lumber are uni- 
formly the same to Cairo and Paducah, while from points 
south of that line they are almost without exception 
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2 cents higher to Paducah. Lumber which is produced 
east of the river in the northern half of the Mississippi 
Valley as divided above is predominatingly hardwood, 
while that produced in the southern half is, in the main, 
pine. Defendants allege that in making rates to Paducah 
and Cairo from the hardwood territory they had to meet 
water competition from those parts of Kentucky and 
Tennessee which are tributary to the Tennessee, Cum- 
berland, Ohio, and Mississippi rivers. It is stated that 
water competition controls the rates to Paducah as well 
as to Cairo, and that on this account the rates were made 
the same to both points. Defendants attempted to ex- 
plain the difference in rates from the southern half of 
the Mississippi Valley to Cairo and Paducah on the ground 
that the pine does not grow along the rivers tributary to 
the Ohio and Mississippi, but rather back in the interior, 
where there is no water competition. It is alleged that 
the competition of other carriers, especially those west 
of the Mississippi River, and of other pine-producing sec- 
tions controls rates from the southern haif of the Mis- 
sissippi Valley east of the river to Cairo; that this com- 
petition is not felt at Paducah as at Cairo, and that for 
this reason the rates to Cairo are 2 cents below the rates 
to Paducah. 

In the hardwood territory the rates on cottonwood and 
gum are in many cases lower than those on other lumber. 
The only part of the hardwood territory where pine grows 
in a considerable quantity is along the branch of the 
Illinois Central from Aberdeen Junction to Aberdeen, 
Miss., and only from points along this branch line are 
separate rates maintained on pine lumber. These are 2 
cents higher to Paducah than to Cairo, while from the 
same points and from all other points in the hardwood 
territory the rates on cottonwood and gum and those 
on other hardwoods are the same to Paducah as to Cairo. 
In the pine territory there is greater uniformity in the 
rates on the different kinds of lumber. From most points 
the rates on pine and hardwood are the same. At a few 
points on the Mississippi River, such as Vicksburg and 
Natchez, Miss., the rates on cottonwood and gum and 
other hardwoods are less than those on pine lumber, and, 
although the pine-lumber rates from points are 
2 cents higher to Paducah than to Cairo, the hardwood 
rates are the same to both points. This complaint does 
not attack the variations in the rates on the different 
kinds of lumber, and these are mentioned only to bring 
the entire rate situation before us. 

Defendants’ attempted justification of the maintenance 
of higher rates from the pine territory to Paducah than to 
Cairo, on the ground that carrier competition and market 
competition compel the rates to the latter point, loses its 
force when we consider that the rates from the Mississippi 
Valley east of the river to Cairo proper are lower than 
those to the same point from any other lumber-producing 
section. In In the Matter of the Rates on Lumber, 24 I. C. 
C., 686 (The Traffic World, Nov. 9, 1912, p. 678), we had 
under consideration a proposed increase of from 1 to 5 
cents per 100 pounds in rates from southeastern points 
to Cairo proper and found that they were not unreasonable. 
On page 690 of the opinion is found the following state- 
ment: 


these 


It is stated 
this southeastern 
produce no 


that Cairo, in fact, draws no 
territory and that the 
additional revenue to the southern carriers, for 
the reason that there is no movement to Cairo proper under 
the present rates. The St. Louis protestants concede that 
the advanced rates to Cairo are paper rates. 


The rates at present in effect from various groups in 
southeastern territory to Cairo proper are higher than 


lumber from 
advanced rates will 
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those from the points in Mississippi Valley territory her 
under consideration. From this it would seem that th 
lumber produced east of the Mississippi Valley, excep: 
perhaps that which comes from the near-by Kentuck 
and Tennessee country which is tributary to the Cumbe! 
land and Tennessee rivers, does not compete at Cairo 
to any considerable extent with that produced in th: 
Mississippi Valley. Of course, on the through movemen 
via the various crossings to points north of the Ohi 
River its competition is felt, but that is another matter 
and one with which we are not here concerned. 

The only pine-producing territory whose product com 
petes at Cairo with lumber from the Mississippi Valle) 
east of the river is located west of the Mississippi in 
Arkansas and Louisiana. From points here situated the 
rates on pine lumber, however, are 2 cents higher to 
Cairo than from the pine territory east of the river, and 
consequently it is not correct to say that this competition 
compels rates to Cairo from points in the Mississippi 
Valley east of the river. In 1903 a general advance ot 
2 cents was made in rates on lumber from points in Mis 
sissippi, Louisiana, Alabama, Georgia, Florida, Arkansas, 
and Texas to Cairo and the other Ohio River crossings 
We had the propriety of part of these increases under 
consideration in Tift v. S. Ry. Co., 10 lL C. C., 548, and 
Central Yellow Pine Asso. v. I. C. R. R. Co, 10 I. C. C 
and held that from points east of the Mississippi 
River they were not warranted. The rates which had pre 
viously been in effect, and which are now in effect, were 
held to be just and reasonable for the service performed 
This holding was sustained by the Supreme Court of 
the United States in 206 U. S., 428, 441. The increases 
made in the rates from points west of the Mississippi 
were, however, allowed to remain in effect. Chicago 
Lumber & Coal Co. v. T. S. Ry. Co., 16 I. C. C., 323 
(The Traffic World, June 5, 1909, p. 789). In compar 
ing the transportation conditions east and west of the 
Mississippi, on pages 328 and 329 of the last-cited opinion 
we said: 


505, 


Some of the 
side of the 
to the undeveloped 


transportation 
river are the 


disadvantages on the west 
comparative sparsity of traffic du: 
condition of large districts from and 
through which the lumber must be transported, the inferio: 
conditions of the roads, and the physical difficulties of op 
erating long distances through a low, swampy territory sub 
ject to floods and frequent overflow. The track has to bé 
laid for considerable distances on trestle, which must b¢ 
provided with expensive draw spans, necessitating extraor 
dinary outlays for maintenance. The lumber-carrying roads 
on the west side are less advantageously situated with re 
spect to the ports, and consequently with respect to expo! 
and import traffic than are those on the east side. On th: 
west side, omitting the so-called logging roads or tap lines 
the number of roads necessary for the performance of the 
through haul to destination and participating in the throug! 
rate is, upon the average, greater than on the east side. It 
is clear that substantial dissimilarity of conditions exists i 
respect to the transportation of this traffic from these pro 
ducing territories, respectively. 


In In the Matter of Lumber Rates, 25 I. C. C., 50 (Th: 
Traffic World, Nov. 16, 1912, p. 732), we had under co! 
sideration carriers’ requests for permission to maintai 
higher rates from various producing points south of th: 
Ohio River, including Mississippi Valley territory and t 
points herein involved, to intermediate points than 
Cairo and other Ohio River crossings. On page 59 of t! 
opinion, after referring to the Tift and Central Yellow 
Pine Asso. cases supra, where increases from points eas! 
of the Mississippi were condemned, we used the follo 
ing language: 


In these cases the Commission held that the rates wi 
had previously been in effect and which are now in eff 
were just and reasonable for the service performed. . 
Now, if these rates are per se just and reasonable for 
greater service involved in the long haul to the Ohio Riv 
how can it be said that higher rates to intermediate poi! 
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are just and reasonable for the less service of the shorter 
haul, or that their maintenance should be allowed in the 
face of the prohibition of the fourth section? 

Jor are we able to see any ground upon which the 
higher intermediate charge can be justified. The defendants 
earnestly contend that the competitive conditions at the 
Ohio River justify the maintenance of lower rates to that 


territory. Disregarding for the moment water competition, 
which does, in our opinion, justify the higher intermediate 
charge in cases where it is operative, the only competition 
at the Ohio River is that of markets, the desire of the various 
carriers to transport into that territory from the points of origin 
which they serve the lumber there consumed. 


Without holding that competition of this sort may not be 
considered, for it should be, nor that instances do not exist 
where this so.t of competition alone may justify a departure 
from the fourth section, nor even that in days gone by condi- 
tions at the Ohio Kiver may not possibly have excused the 
lower rate, we hald upon a comprehensive view of the entire 
situation that to-day these conditions afford no reason for a de- 
parture from the rule of the fourth section. In so far as the 
Ohio River itself, by affording a means of transportation, gives 
to these cities upon its banks a lower rate than would other- 
wise be obtainable, they should be accorded the benefit of their 
location; but we can find in this record no reason to-day why 
these Ohio River communities should obtain this lumber, not 
tributary to the rivers of which they may claim the advantage, 
at a less transportation charge than the communities which 
lie south of them and therefore nearer the points of production. 
The applications of carriers for leave to continue charging the 
higher intermediate rates, in so far as they are based upon the 
competitive conditions above referred to, will be denied. 

The same reasoning applies to the carriers’ assertion in 
the present case that the rates to Cairo are compelled 
by competition and that on that account higher rates to 
Paducah are justifiable. Lumber from the Mississippi 
Valley east of the river does not meet such competition 
at Cairo as would justify the maintenance of lower rates 
there than to Paducah from equidistant producing points. 

The conditions and circumstances as disclosed in this 
case show that in order to eliminate the present undue 
preference in favor of Cairo and discrimination against 
Paducah defendants should not only be required to main- 
tain rates to Paducah no higher than those to Cairo from 
substantially equidistant points or groups but even 1 cent 
lower. Cairo is on the north bank of the Ohio River, and 
it is necessary to cross the Ohio in hauling to Cairo from 
southern producing points. This is an additional service 
over and above that rendered in hauling to Paducah, which 
is a south-bank point. 


The bridge tolls on lumber at Ohio River crossings on 
local and through business are as follows, in cents per 
100 pounds: 

BRIDGE TOLLS ON LUMBER AT OHIO RIVER CROSSINGS. 


From— To— Local. Through 
Louisville, Ky. ....New Albany, Ind............... 2 1 
Louisville, Ky. ....Jeffersonville, Ind. ............. 2 1 
et. Ce es A, TE 3-60-4000 or punaétndnees ae 3 2 
Covington, Ky..... Cincinnati, O. (C. & O. Ry.).... 3 > 
Newport, Ky....... Cincinnati, O. (C. & O. Ry.).... 3 ¢ 
Paducah. Ky......4 Brookport, Ill. (J.C. R. R. ferry) 3 2 
Henderson, Ky..... BOVGMSVHNO, TH: occ cedceccsess 3 1 
Covington, Ky..... Cincinnati, O. (Il. & N. R.R.)... 3 1 
Newport, Ky....... Cincinnati, O. (Il. & N. R.R.)... 3 1 


~~ *Switching rate 25 cents per 2,000 pounds; maximum $8 per 
car; minimum $5. : 

At present Paducah not only pays higher inbound rates 
than Cairo on lumber from a great many equidistant 
points, but also pays outbound rates to equidistant points 
north of the river in central freight association and trunk 
line territories which are universally 2 cents higher than 
those from Cairo. That the additional 2 cents in the 
northbound rates reflect the bridge toll for crossing the 
tiver at Paducah is shown by the fact that from Bridge- 
Port, Ill., the point opposite Paducah on the north bank, 
the rates to central freight association and trunk line 
territories are the same as from Cairo, 2 cents lower than 
from Paducah. Carriers should either charge a bridge 
toll on traffic in both directions at every competitive 
crossing or not charge it at any crossing. 

Defendants objected to the introduction of testimony 


bearing upon the rate adjustment outbound from Paducah 
and Cairo to central freight association and trunk line 
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territories. Inbound lumber rates to the Ohio River cross- 
ings, however, can not be considered alone and without 
the outbound rates. As a rehandling point Paducah is at 
a disadvantage of 2 cents per 100 pounds on lumber com- 
ing from hardwood territory and of 4 cents on that com- 
ing from the pine territory east of the Mississippi River. 

In this connection reference may be made to Norman 
Lumber Co. v. L. & N. R. R. Co., 29 I. C. C., 565 (The 
Traffic World, Mar. 21, 1914, p. —), where, among other 
things, we held that the rates on lumber from equidistant 
southeastern territory should be 1 cent less to Louisville 
than those contemporaneously maintained to Cincinnati, 
New Albany, or other north-bank Ohio River crossings. 
On page 573 of the opinion the following is said with 
regard to bridge tolls: 


The testimony clearly shows that the absorption of the 
bridge toll i to north-bank crossings, while it is included 
in the rate from Louisville, subjects Louisville to undue 
prejudice and disadvantage. ° the southern carriers can- 
not elect to absorb all or part of the bridge toll on traffic to 
north-bank points if to do so results to the undue prejudice 
and disadvantage of points on the south bank. In other words, 
we will not allow the bridge toll to be absorbed at one crossing 
if it is included in the rate at a competitive crossing. 

In view of the testimony that the rates from the hard- 
wood territory are compelled by water competition, it 
might at first glance seem that these should be no lower 
to Paducah than to Cairo. It might be argued that the 
raies are as much water compelled on one side of the 
river as on the other. When, however, we consider that 
the great volume of lumber which moves into Cairo and 
Paducah, and the other Ohio River crossings, is not locally 
consumed but is sent out again to points north of the 
river, after having been sorted, graded, or manufactured, 
it becomes evident that from the hardwood territory, as 
well as from the pine territory, the rates to Paducah 
should be 1 cent less from equidistant points than those 
contemporaneously maintained to Cairo. 

From a few points on some of the small roads in the 
Mississippi Valley east of the river, rates to Paducah 
are more than 2 cents higher than to Cairo. For instance, 
from Gershon, Miss., on the New Orleans, Mobile & Chi- 
eago Railroad, the rates on lumber are 16 cents to 
Paducah and 12% cents to Cairo; and from Houston, 
Miss., on the same line, the rates on staves and heading 
are 14 cents to Paducah and 10 cents to Cairo. Defend- 
ants attempt to justify these differences by stating that 
the New Orleans, Mobile & Chicago is crossed at various 
points along its line by the Hlinois Central, Southern 
Railway, the Mobile & Ohio, and the Frisco, and that it 
must meet the competition to Cairo of the other car- 
riers. However, the carriers whose competition in rates 
the New Orleans, Mobile & Chicago meets to Cairo also 
publish rates to Paducah which are lower than those the 
latter road publishes. If the New Orleans, Mobile & 
Chicago elects to meet the competition of other roads to 
Cairo, it should likewise meet their competition to 
Paducah, 

There remain to be considered the rates to Paducah 
and Cairo from lumber-producing territory west of the 
Mississippi. From points in this territory the rates to 
Paducah exceed those to Cairo by a greater amount than 
from points east of the river. The following table shows 
rates from typical points west of the Mississippi: 

RATES ON PINE LUMBER, CARLOADS, IN CENTS PER 100 
POUNDS—TO CAIRO. 
Via lines Via 

From— Railroad location. Mi. “Ra. Mi Ra, 
Forest City, ArkC. R. I. & P.-St. L. I. M. & S.214 10 214 10 
Brinkley, Ark....C. R. I. & P.-St. L. 9. W....234 11 228 11 
ee SS WR ee a Aa eae 271 11 


Little Rock, Ark.C. R, I. & P.-St. L. I. M. & 8.280 16 302 16 
Pine Bluff, Ark..St. L. §. W.-St. L. I. M. & S302 16 323 §21 
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Fordyce, Ark..... Cc = 2. 
Camden, Ark..... St. ¥ > 


I 

M. 
Alexandria, La...C. R. 1. & 517 16 506 16 
Monroe, La...... st. L. I eS ere 420 16 409 §24 
Galion, La........ a, Be os OE Mivscccessumeanee 16 371 §24 
Memon; ASK... is 3, BM & Bee cvccviscves 350 16 336 §24 
ee: ASE ocit Es FZ. Bee GR. Boccccccesces 326 16 312 §24 
Marianna, Ark...St. L. ILM. @& S............ 231 10 221 §18 


RATES ON PINE LUMBER, CARLOADS, IN CENTS PER 100 
POUNDS—TO PADUCAH. 


Via Via 
Cairo. Memphis. 
From— Railroad location. Mi. Ra. Mi. Ra. 


Forest City, Ark.C. I. & P.-St. L. L M. & §.256 *16 210 §16 
Brinkley, Ark..... Cc. R. I. & P.-St. LL. S. W....276 17 234 $16 
Des Arc, Ark....C R. lL & P oe 

Little Rock, Ark.C. R. I. & P.-St. L. I. M. & 8.322 *22 298 §20 
Pine Bluff, Ark..St. L. S. W.-St. L. lL M. & 
Fordyce, Ark.....C. R. L-& P.-St. L. S. W.... 


Camden, Ark..... st. LL. L M. & §.-St. L. 

Wes Baws ct ccccns cove 413 *22 371 §24 
Alexandria, La...C. R. I. & P.-St. L. I. M. & 8.559 *22 502 §24 
BEOMPOS, TM. cccccdt. Le FT, BE. & Becoccccccene 462 *22 405 §24 
Galion, La........ ok, a ie A WE Mae cccacvers 427 *22 367 §24 
Montrose, Ark... St. L. I. M. & S............ 392 *22 332 §24 
McGehee, Ark...St. L. I. M. & S............368 %22 308 §24 
Marianna, Ark...St. L. I. M. & S............ 273 *16 217 §24 


*Combination on Cairo. §Combination on Memphis. 


4 

The traffic from lumber-producing territory west of the 
river to Paducah is at present handled by the west-side 
lines to Cairo and by the Illinois Central beyond. It 
will be noted that over this route the rates to Paducah 
are in each instance combinations of the rate to Cairo 
plus the local rate of the Illinois Central of 6 cents per 
100 pounds, Cairo to Paducah. Although the combina- 
tions on Memphis are almost without exception higher 
than those on Cairo, the mileage to Paducah via Memphis 
is in each case considerably less and is even less than 
the short-line mileage to Cairo. From this it would seem 
that the natural route from the points west of the Mis- 
sissippi herein involved is via Memphis rather than via 
Cairo. 

Although the complaint contains no specific prayer for 
the establishment of through routes and joint rates, com- 
plainants argue that only by this means can the undue 
discrimination against Paducah be removed. They state 
that since the short-line. distances to Paducah are no 
greater than to Cairo, the maintenance of higher rates to 
Paducah than to Cairo is unduly discriminatory, and sug- 
gest the establishment of joint rates via Memphis to 
Paducah no higher than the rates maintained to Cairo. 

This request is vigorously opposed by the lines west 
of the Mississippi, who state that by asking for joint rates 
complainants are raising a new issue which was not raised 
in the complaint. On behalf of the St. Louis, Iron Moun- 
tain & Southern and the St. Louis Southwestern, it is 
argued that their main lines extend to Cairo and that 
under section 15 of the act they can not be deprived of 
their long haul via Cairo by the establishment of joint 
rates via Memphis. It is stated that the rates made to 
Cairo by the St. Louis, Iron Mountain & Southern and 
the St. Louis Southwestern are highly competitive and 
involve only a one-line haul and that Cairo is a basing 
point for rates to points in Central Freight Association 
territory. It is also argued that the center of lumber 
production west of the Mississippi has since 1909 receded 
over 100 miles southward, which it is stated has had the 
effect of lowering the average per ton-mile earnings of 
the carriers on lumber traffic. It is obvious, however, 
that while the latter argument might bear upon the reason- 
ableness of the rates to Cairo and Paducah it has no bear- 
ing upon the question of their relative adjustment. 

The only available route to Cairo and Paducah of the 
Chicago, Rock Island & Pacific is through Memphis. This 
carrier meets the competition of the west-side lines to 
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Cairo by joint rates in connection with the Illinois Cen- 
tral from Memphis, but does not publish joint rates to 
Paducah. It is stated that the basis for rates from 
points on the Rock Island is the Memphis combination 
to all territory south of the Ohio River, except where it 
must meet the competition of the lines to Cairo or of 
lines which extend east and west across the state of 
Louisiana. 

In making rates from points in the lumber-producing 
territory west of the Mississippi, herein involved, it might 
be proper to add to the Cairo rate the local rate of the 
Illinois Central of 6 cents per 100 pounds, Cairo to 
Paducah, if the route to Paducah via Cairo were the 
natural route. We can not, however, recognize it as the 
natural route. From the points west of the Mississippi 
herein involved, the short-line distances to Paducah are 
via Memphis and are approximately from 40 to 60 miles 
shorter than the distances via Cairo. Not only that, but 
the haul to Paducah via Cairo necessitates crossing both 
the Mississippi and the Ohio rivers, the former at Thebes, 
Ill., and the latter at Cairo, while the haul to Paducah via 
Memphis does not necessitate crossing the Ohio. It has 
been frequently maintained by the carriers that the bridge 
across the Ohio River at Cairo should be considered 
constructive mileage, and 112 miles has been given as a 
correct equivalent. From this it is evident that the route 
to Paducah via Cairo is, in the language of section 15 of 
the act, “Unreasonably long as compared with” the direct 
route to Memphis. A carrier can not reserve to itself 
the long haul if to do so works unduly to the detriment 
of the shippers. In Memphis Grain & Hay Asso. v St. L. 
& S. F. R. R. Co., 24 I. C. C., 609, 615 (The Traffic World, 
Aug. 3, 1912, p. 218), we said: 


We recognize the right of the Illinois Central so to adjust 
its rates as to reserve to its own line the long haul on traffic 
from the originating territory reached by its rails, but only so 
far as this may be done without trespassing on the rights of 
shippers. 

Since the complaint did not contain a specific request 
for the establishment of through routes and joint rates, 
we can not order their establishment via Memphis. How- 
ever, we believe that since the short-line distances from 
points west of the Mississippi and south of the line of the 
Chicago, Rock Island & Pacific from Memphis to Little 
Rock are not greater to Paducah than to Cairo, defend- 
ants should be required to establish from points or groups 
substantially equidistant from Cairo and Paducah rates 
to Paducah over the present routing, unless they elect 
to do so over the more direct route via Memphis, no 
higher than the rates contemporaneously maintained 
from tthe same points to Cairo. The rates to Paducah 
from points west of the river should not be lower than 
those to Cairo, because in hauling from. west-side points 
to Paducah the Mississippi must be crossed as well as in 
hauling to Cairo. Under these requirements the St. Louis, 
Iron Mountain & Southern and the St. Louis Southwestern 
may haul lumber originating on their lines or their con- 
nections via Cairo if they so desire. The Chicago, Rock 
Island & Pacific will, of course, route its traffic as at 
present, via Memphis. 

We find that defendants unduly discriminate against 
the dealers and manufacturers of lumber at Paducah to 
the undue preference and advantage of those located at 
Cairo by the maintenance of the rates on lumber at 
present in effect from the producing points herein it 
volved. It is our determination that the defendants who 
operate east of the Mississippi River should main‘ai 
rates to Paducah from substantially equidistant points or 
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groups in Mississippi and Louisiana east of the river no 
higher than 1 cent below those contemporaneously main- 
tained from the same points to Cairo. The defendants 
who operate west of the Mississippi River will be re- 
quired to maintain rates to Paducah from substantially 
equidistant points or groups in Arkansas and Louisiana 
west of the river, on and south of the line of the Chicago, 
Rock Island & Pacific from Memphis to Little Rock, no 
higher than those contemporaneously maintained from 
the same points to Cairo. 

Carriers will be expected by May 1, 1914, to revise 
their tariffs in accordance with the views expressed in 
this report. Pending such revision the case will be held 
open for such further proceedings and order as the Com- 
mission may deem necessary. 


ARGUE IRON AND STEEL INCREASES 


THE TRAFFIC SERVICE NEWS BUREAU, 
Colorado Building, Washington, D. OC. 


Arguments were made on Saturday against the pro- 
posed increases of iron and steel rates from Chicago, 
Peoria, St. Louis and points east of the Illinois-Indiana 
state line to the eastern two-thirds of Iowa, Sioux Falls, 
8. D., and other points. The advances proposed run from 
one to one and a half cents. There are some reductions, 
hence the tariffs were treated by the railroads as a 
readjustment instead of merely an advance. 

Those appearing for the protestants are J. H. Hen- 
derson, commerce counsel of Iowa; F. W. Lehman, Jr., 
for the Greater Des Moines Committee, and P. W. 
Dougherty, assistant attorney-general of South Dakota, in 
behalf of Livingston Bros. and the South Dakota railroad 
commissioners. 

The advance was justified largely on the ground that 
the rates contain maladjustments in addition to being 
lower than on similar articles in territories where the 
transportation conditions are no worse and in some in- 
stances, considerably better. The protestants claimed that 
the rates if allowed to go into effect would be in violation 
of the basis prescribed by the Commission in the decision 
of the Interior Iowa Cities case, handed down just before 
the arguments were begun. 


VALUATION WORK 


The Interstate Commerce Commission has begun the 
enormous task of making a physical valuation of the 
railroads of the country. It has 200 men in the field 
engaged in the engineering work incident to the under- 
taking. The force will be added to as the work proceeds, 
and it is estimated that this part of the job will take 
from four to five years. All the data gathered by these 
men will be presented to the Commissioners, who must 
then do the work of accounting and make the valuation. 
They will need a year or two for their part of the work. 

Congress has appropriated up to date some $390,000 
for the work, and the Commission has asked for $2,000,- 
000 for the year beginning the first of next July. It is 
believed there will be little or no opposition to an ap- 
Propriation or to the amount desired. Congress approves 
the idea of a valuation of railroads, and the Commission 
believes it can convince the members that every cent 
of the appropriation asked is needed. 

Of the 200 men now employed, 37 are used in the 
general office, 25 in the eastern district, 26 in the south- 
ern district, 31 in the central] district, 31 in the western 
district, and 26 in the Pacific district. 
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ADVANCE RATE CASE 


Philadelphia and New England Shippers Are 
Heard, Both for and Against 
Switching Charge 


Philadelphians occupied the stand all of Thursday 
afternon, John E. Lloyd, Jacob Michael, Howard W. 
White, Charles C. Bye and H. M. Zook being the wit- 
nesses who followed Edward F. Henson. Mr. Lloyd is 
a dealer in coal and lumber, and he indignantly de- 
nounced the proposition that a separate charge should 
be imposed for setting carloads of lumber on sidetrack. 
He said that, owing to the construction of coal cars, 
especially of the battleship type, it would be impossible 
to handle coal from team tracks. Mr. Kelly read into 


the record a letter form the president of the Philadel- © 


phia Coal Exchange saying that the imposition of a 
switching charge of $2 a car would increase the retail 
price from 10 to 15 cents a ton. Mr. Brandeis harried 
the witness with the proposition that the 5 per cent in- 
crease would be a greater burden on the ultimate con- 
sumer than the proposed spotting charge. 

Jacob Michael, superintendent of the Merchants 

Warehousing Co., was decidedly the most interesting 
witness of the afternoon session. That company has 
two warehouses of its own and leases three others from 
the Pennsylvania Railroad Co. It acts as agent for the 
P. R. R. Co. in the receipt of carload shipments of flour, 
hay dnd groceries, which it unloads into the warehouse 
and delivers to the consignees at the cost of the rail- 
road company. The railroad pays from 30 to 40 cents 
a ton for that service. Mr. Michael at first testified 
that the cost runs from 50 cents to $1.25 per ton, but 
later modified his figures so as to show that the ware- 
house company is not performing the work at a loss, 
although its chief profit is made from storage charges 
collected from consignees who leave their merchandise 
in the house more than the four days allowed. Mr. 
Michael protested against the imposition of a spotting 
charge. . 
Howard W. White of the Geo. B. Newton Coal Co., 
C. H. Bell of the Quaker City Mills and Henry F. Moore, 
a sand and builders material man, also opposed the 
proposition. Chas. C. Bye, secretary of the Chas. War- 
ner Co. of Wilmington, Del., also speaking for the Wil- 
mington commercial interests, protested against the pro- 
posed imposition, and said that the private car track 
people of Wilmington did not know of the hearings until 
the day before. H. M. Zook, representing the Lukens 
Iron & Steel Co. of Coatesville, testified that the tracks 
of the P. & R. are built through the property of the 
iron and steel company, and thus the steel company 
furnishes the railroad with terminal facilities. 

W. A. Glasgow, as the attorney for these interests 
in Philadelphia, laid it down as a legal proposition that 
the Commission may not allow the imposition of a 
switching or spotting charge which has the effect of in- 
creasing the rate until it has made an investigation as 
to each track and finds facts tending to show that the 
resulting increase in rates would not be an unreasonable 
rate. Geo. Stuart Patterson and other railroad attorneys 
sharply denied the correctness of that as a legal propo- 
sition. 

New England interests were heard at the Friday 
morning hearing. F. J. Ludwig of Boston, a grain man, 
G. M. N. Nichols of the New England Gas & Coke Co., 
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R. D. Redfearn of the Pittsburgh interests, Albert Snyder, 
speaking for the Springfield district, W. A. Clark, sec- 
retary of the New England retail coal dealers’ associa- 
tion, W. H. Day, for the Lynn sidetrack owners and the 
New England shoe and leather men, and James Lingham 
for the Lockport, Mass., shippers, were placed on the 
stand, all in opposition, with some modifications of the 
proposed imposition of a separate charge for setting cars 
on private tracks. Mr. Ludwig said that all the Boston 
grain dealers unload from team tracks and the spotting 
charge would not fall on them. Mr. Nichols, describing 
the situation of the New England Gas & Coal Co., said 
that it receives its cars on an interchange track and 
does its own plant switching and spotting. He said it 
would be unjust to impose a charge for the service of 
putting the car on the interchange. Mr. Redfearn said 
that all the owners of private tracks in Pittsburgh except 
four are opposed to the suggestion of a separate charge. 
The largest shipper, the Simonds Manufacturing Co., which 
receives 1,700 cars of inbound freight, but whose out- 
bound is all L. C. L. stuff, thinks setting cars on private 
tracks is a special service on which a charge might be 
imposed. The witness said that the Pittsburgh Gas & 
Electric Light Co. is of the same opinion. C. H. Tiffany 
informally said that the Simonds plant uses only about 
1,200 tons of coal a year, so that its burden on that ac- 
count would be small, while the burden on other indus- 
tries in that vicinity which use from 75 to 100,000 tons 
of coal would be comparatively large. 

Mr. Snyder took the Chapman Valve Company for 
illustrative purposes. It maintains a freight house for the 
Boston & Albany in which five men are employed, in as- 
sorting and loading L. C. L. freight, of which 11,000,000 
pounds were sent out last year. It received 15,000,000 
pounds of bulk freight last year. That company feels that 
if it is to be taxed for setting cars on its two and a half 
miles of private tracks, it will abolish the freight house and 
send its freght to the wholly inadequate freight house of 
the railroad company by motor truck, thereby requiring 
the railroad company to make a large investment instead 
of the insignificant one it now has. 

Mr, Clark testified that the impositon of a spotting 
charge would be a discrimination against the owner of the 
private track in favor of the dealer who has his yard or 
shed alongside of the team track of the railroad com- 
pany and in favor of the itinerant coal dealer who receives 
a few carloads of coal during the summer months and has 
no plant, however, except the terminal of the rail com- 
pany. 

Mr. Day testified that 70 per cent of the tonnage of 
Lynn is carried in 33 per cent of the cars which are han- 
dled altogether on private tracks. He thought that the 
imposition of a switching charge would be a gross in- 
justice upon those who have supplied themselves with 
private tracks, most of which, however, are located on 
railroad property. He said that the Lynn Storage Railroad 
Company, with a half million plant, is in danger of having 
its whole investment destroyed because the New Haven 
refuses to renew the lease. 

Mr. Lingham estimated that the cost of setting a car 
on a private track at Lockport, Mass., is 17 cents and that 
the cost of setting it upon the company’s tracks would be 
10 cents greater, or 27 cents in all. 

General Counsel Bond of the Baltimore & Ohio cre- 
ated a stir among those in attendance at the New Wil- 
lard, Friday, by bringing in a report that the Commission 
had decided to deny applications made by various trunk 
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lines for authority to make effective cancellations of 
through rates with trunk lines, effective on ten days’ in. 
stead of statutory notice. That application, the report 
had it, was made with a view to enable all trunk lines 
to file cancellation tariffs as late as March 20 and 
them become effective not later than April 1. 

Another report was that the Commission had decided 
to suspend switching and spotting tariffs now on file until 
the investigation therein could be completed and that 
it had specifically denied an application by the Baltimore 
& Ohio to make one of those tariffs effective on five days’ 
notice. 

The Commission has made no report or announcement 
on the subject. 

Following recent separate application for rehearing by 
the Union, and Newburgh & South Shore and Lake Ter. 
minal railroads before the Commission to protest cancel- 
lation by trunk lines of through rates and joint rates with 
the corporation subsidiary short roads, other subsidiaries 
of the Steel Corporation, embracing the American Steel & 
Wire, National Tube, Carnegie, and Universal Portland 
Cement, Friday filed petitions to suspend trunk lines’ 
cancellation tariffs, filed to be operative April 1. These 
manufacturing plans are located along the lines of the 
foregoing three short roads, and as interveners say tariffs 
propose to charge for less service the same rates as here. 
tofore charged for greater service by reason of the fact 
that tariffs previously included terminal transportation 
services, which it is proposed shall be thrown upon manv- 
facturing companies as shippers. This is declared to be 
tantamount to increases in rates of the line carriers. 

The Commission denied the application of the B. & 0 
to make effective a switching or spotting tariff on five 
days’ notice. 


lave 


Clifford C. Thorne completed his elaborate protest 
against the five per cent advance Friday afternoon, his 
testimony having been interrupted by the necessity of 
hearing protests against the proposal to impose a sep- 
arate charge for setting cars on private tracks. While 
the Philadelphia and Boston people were making that 
protest, the Iowan appeared before the interstate com- 
merce committee of the Senate, in favor of the Kenyon 
bill authorizing the Commission to make a uniform classi- 
fication. 

The testimony on Friday was in answer to the fig: 
ures put in for the railroads by Charles A. Conant, who 
undertook to show how little the railroads can now buy 
with what they take in at their freight houses in com- 
parison with what they could do twenty years ago and 
at earlier periods. Mr. Conant’s figures, Mr. Thorne 
showed, unless viewed in relation to other activities re- 
quiring capital, will leave the impression that there is 
nothing so unfortunate as a railroad. 

The witness took twenty typical industrial bonds and 
twenty typical railroad bonds and compared them with prices 
of United States government bonds, British consols and 
French rentes, to show that the railroads have been able 
to command capital at as favorable rates, if not more 
favorable, than some governments. Admitting that rail- 
road bonds were low last August September and Oct 
Mr. Thorne remarked that the price of government b« 
fell farther than those of the railroad companies. 
called attention to the fact that during that time Br 
consols fell farther than had ever been known, and 
the first time since the civil war period United St«' 
government bonds went down below par. 

Mr. Thorne made beautiful blueprints showing 
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fluctuations of standard railroad bonds and standard 
ustrial bonds have been almost identical instead of 

t railroad securities being an exception in the capital 
rket in which credit is so large a factor in deter- 
ning the terms upon which new capital can be had 
old capital obligations may be renewed. He said that 
re was a world-wide demand for new capital then 

co neident with several unfavorable circumstances, notably 
the Balkan war, all of which, if pointed out in Mr. 
Conant’s exhibit, would have made the view presented 


much more accurate as a guide for the Commission in. 


determining whether the railroads, on account of the 
difficulties they are having with their financial operations, 
are entitled to a special treatment in the form of a 
permit to increase rates. 


WATER COMPETITION 


THE TRAFFIC SERVICE NEWS BUREAU, 
Coiorado Building, Washington, D. OC. 


A hearing will be given the Yazoo & Mississippi Val- 
ley on March 27, on its application for permission to 
disregard the long-and-short-haul clause of the fourth sec- 
tion on shipments of lumber. originating between Vicks- 
burg and St. Louis destined to points north of St. Louis. 
One of the reasons it urges for such permission is the 
fact that a barge line has been or is about to be placed 
in commission on the Mississippi River between Vicks- 
burg and St. Louis. Unless the Y. & M. V. is permitted 
to disregard the fourth section, it is asserted, it will suffer 
great loss of business through the takings of the water 
carrier. 

The application of the Y. & M. V. for permission to 
disregard the fourth section was some time ago denied. 
Since the denial the barge line has become a menace 
in the transportation situation, from the point of view 
of the carrier, the tracks of which follow the river. 

The insistence of the railroad for permission to dis- 
regard that part of the amended fourth section causes 
a good deal of talk among Commission people, because 
another part of the amended fourth section says that 
when a land carrier reduces its rates to meet competition 
by water, it may not increase its rates except upon a 
showing of a change of conditions other than the dis- 
appearance of the water competition. Congress enacted 
that part of the amended fourth section to encourage 
the use of the inland waterways. It acted upon the. be- 
lief that use of the waterways had been destroyed by the 
carriers by land in meeting water competition by the 
inauguration of rates so low that the water carriers could 
not stand the drain, the land carriers recouping them- 
selves for the loss incurred during the war by imposing 
rates higher than were in effect when the war was begun. 
This is the first time since the enactment of the amended 
fourth section in 1910 when a land and water carrier 
seemed on the point of inaugurating one of the old-fash- 
ioned wars for business on rates profitable to neither. 


DOUBLE DAMAGE ILLEGAL. 

The Supreme Court, in the case of C.. B. Kennedy 
against the Chicago, Milwaukee & St. Paul, on Monday 
handed down a decision practically per curiam, holding 
unconstitutional the statute of South Dakota which im- 
Pcses double damages in cases of fire caused by sparks 
el. (tted by railroad locomotives. The court held that the 
imposition of more than actual damages would be in 
conflict with the Federal Constitution. 
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Conducted by 


CHARLES CONRADIS, 
General Counsel, The Traffic Service Bureau. 


in this department we shall answer simple questions reiat- 


ing to the law of interstate transportation of freight. Readers 
desiring special service by requiring immediate answer may 
secure wy written answers to their inquiries by the pay- 
ment of a small fee, given on application, 

Address Legal Department, The Traffic Service Bureau, 
Colorado Buliding, Washington, D. C. 


Carrier’s Protection of Property Damaged by Floods. 
Columbus.—“There was shipped from A, car of paper 
consigned to B, which was delayed and damaged at an 
Ohio River point, account flood. Consignee presented 
claim to carrier for full amount of invoice,-and, in de- 
clining same on account of damage by an act of Provi- 
dence, carrier gave the information that car in which this 
consignment was being carried was completely under 
water, and after the water had receded the paper had ex- 
panded, tearing lose both ends of the car, leaving con- 
tents a mass of filth, on which no salvage could be ob- 
tained. Contents of car was destroyed by carrier, no 
notice given the shipper or consignee. Consignee states 
that had they been given chance to dispose of shipment, 
that the paper could have been returned to mill and re- 
worked at small expense, which would have reduced their 
loss considerably, and feel that they should be reimbursed 
at least to the extent of the salvage.” 

When disaster has overtaken the carrier from some 
inevitable cause which would bring the case within the 
legal exceptions of its liability, such as an unprecedented 
flood, if the goods have not entirely perished thereby, the 
carrier is required to exercise a due degree of diligence 
and caution in the preservation and safe custody of the 
same. On this point the law is well setled that the car- 
rier must exercise a reasonable amount of skill and dili- 
gence, and do all that is reasonably and practically pos- 
sible to insure the safety of the goods. This the courts 
have construed to mean that the carrier is bound to use 
such means as would suggest themselves to and be within 
the knowledge of well-informed and competent business 
men in such positions, and such diligence as prudent, 
skillful men, engaged in that kind of business, might 
fairly be expected to use under like circumstances, which 
should be actively used to protect and secure the property 
confided to their care. Each case must necessarily be 
governed by the particular circumstances and conditions 
controlling it at the time of the accident, and these are 
questions of fact for a jury to determine from their prac- 
tical knowledge, whether by the exercise of ordinary dili- 
gence and care some of the paper might not have been 
removed and saved from total destruction, and whether 
a man of ordinary prudence might not with reasonable 
effort have saved a large part of the paper. The carrier’s 
liability is to be determined in the light of the circum- 
stances as they appear to it at the time, and not in the 
clearer light than often presents itself when the emergency 
has passed away and conditions are seen in different re- 
lations. , 

: * * *” 
Carrier’s Contract Is for Transportation, Not Storage. 

Florida——“Will you kindly advise if you consider a 
common carrier responsible for loss sutained on car vege- 
tables, moving under ice, with instructions to reice at 
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all icing stations, where the shipment is properly iced 
and moves on schedule time, but arrives at destination 
with contents frozen? Do you not think it is the duty-of 
the carrier to protect such shipments by roundhousing or 
otherwise? Can you refer us to any court decisions bear- 
ing on this subject?” 

It is the carrier’s duty to accept and abide by the 
instructions of a shipper in the matter of icing perishable 
freight, whenever practicable. It cannot question the 
shipper’s judgment and -substitute its own therefor, as 
it has the right to assume that the shipper knew what 
he was doing. See answer to Minnesota under caption 
of “Carriers Should Follow Shipper’s Instructions in Re- 
frigerated Shipments,” appearing on page 186 of the Jan. 
24, 1914, issue of Tue Trarric Wort? for _a fuller review 
of this subject. It is also the carrier’s duty to forward 
such shipment with all possible dispatch and, any failure 
therein by temporary stoppage or storage of goods (as 
would be “roundhousing”) without specific instructions 
from the shipper, would be a breach of the carrier’s con- 
tract for transportation and subject it to an action for 
damages for delay, etc. As to the right of a carrier to 
enter into a reasonable contract with a shipper for a 
release from liability as an alternative to the tariff pro- 
vision under which the carriers will accept this respon- 
sibility themselves, see the recent decision by the Inter- 
state Commerce Commission in the case of I. and S. Docket 
No. 172, In the Matter of Protection of Potato Shipments, 
appearing on page 504, et sequ. of the March 14, 1914, 
issue of Tue TRAFFIC WORLD. 


* * oo 
Freight Allowance in Damaged Shipments. 


Missouri.—“If I were to buy a shipment of cantaloupes 
from a shipper in Oklahoma for $300 and ship the same 
under the Uniform Bill of Lading to Chicago, at which 
point I would have to pay the freight charges amounting 
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to $150, and the shipment arrived in Chicago in more . 
less damaged condition, due to neglect of .the carriers 
and, by reason of this neglect, I was able to sell the ship- 
ment for only $299, under paragraph two, section three, 
the bill of lading, how much would I be entitled to from the 
carriers?” 

While paragraph 2, section 3, of the Uniform Bill of 
Lading merely fixes the time, place and manner of arriving 
at the value of property transported and does not relicve 
the carrier from the payment of the full value of the 
property, yet it admittedly changes the common law rile 
which makes the carrier liable for the value of the prop 
erty at the place of destination, and should therefore be 
strictly construed. At common law, where goods are de- 
livered in a depreciated condition, attributable to causes 
for which the carrier is responsible, the measure of dam- 
ages is the difference between their value as actually 
delivered and as they should have been delivered, with 
interest, after deducting the cost of transportation. So 
that, at common law, the $150 freight charges would be 
deducted from the damages allowed the owner for the 
depreciated condition of the cantaloupes, measured by their 
value in good condition at Chicago. 

But it appears that paragraph 2, section 3, not only 
expressly changes the common law rule in fixing the place 
and method of ascertaining the value of the shipment, but 
it also changes the rule in the matter of allowance of 
freight charges, and in the case of Mo. Pac. Ry. Co. vs. 
Barnes, 2 Willson, Civ. Cas. Ct. App., 579, the court held 
that where plaintiff recovered against a common carrier 
the value of the goods at the point of their shipment, in 
an.action for the loss thereof and damage thereto, it is 
proper to add thereto the amount of freight paid thereon 
by plaintiff. In accordance with this decision, you would 
be entitled as damages to the sum of $1 plus at least the 
freight charges accruing on the damaged portion of the 
shipment. 


Docket of The Commission 


Note.—Items in the Docket marked with an asterisk (*) are 
mew and have not been carried in the publication during the 
preceding week. 


March 17—Hearing of the following cases now assigned before 
Chairman Harlan, on the dates hereinafter designated, is 
postponed: 

At St. Paul, Minn., March 23: 
6512—-Minneapolis Civic and Commerce Assn. 

Algoma Central & Hudson Bay Ry. Co. et al. 
1. & S. 361—Rail-lake and rail rates to St. Paul, Minn. 

At St. Paul, Minn., March 24: 
1. & S. 360—Rental charges for insulated cars. 

March 21—Hearing of Docket No. 6067, Bradley Lumber Co. vs. 
Ann Arbor R. R. Co. et al., now assigned before Examiner 
Watkins at St. Louis, Mo., is postponed to a date to be 
hereafter fixed. 

March 21—St. Louis, Mo.—Examiner Watkins: 

6067—Bradley Lumber Co. vs. Ann Arbor R. R. Co. 
March 23—Chicago, Ill.—Examiner Watkins: 
6526—George R. Hinners Co. vs. Norf: & West. Ry. Co. et al. 
March 23—Washington, D. C.—Examiner Pugh: 
6108—Virginia Highlands Citizens’ Assn. vs. Washington Util- 
ities Co. 
March 23—Washington, D. C.—Commissioner McChord: 
4914—In the matter of rates, practices, rules and regulations 
governing the transportation of anthacite coal. 

March 23—St. Paul, Minn.—Commissioner Harlan: 

\. & S. 361—Rail, lake-and-rail rates to St. Paul, Minn. 
6512—Minneapolis Civic and Commerce Assn. et al. vs. Al- 
goma Central & Hudson Bay Ry. Co. et al. 

March 24—Washington, D. C.—Examiner Pugh: 

6491—Jewelers’ Protective Union et al, vs. P. R. R. Co. et al. 
March 24—St. Paul, Minn.—Commissioner Harlan: 
1. & S. 360—Rental charges for insulated cars. 

March 24—Hearing of Docket No. 6491, Jewelers’ Protective 
Union et al. vs. Pennsylvania R. R. Co. et al., now assigned 
before Examiner Pugh at Washington, is postponed to date 
to be-hereafter fixed. 


et al. vs. 


March 25—Hearing at Washington, D. C.: 
6058—O. J. Demol Co. et al. vs. Sou. Ry. Co. et al. 
6052—Judd & Detweiler, Inc., vs. B. & O. R. R. Co. et al. 
March 25—Nashville, Tenn.—Commissioner Meyer: 
6484—City of Nashville et al. vs. L. & N. R. R. Co. et al 
March 25—Cleveland, O.—Examiner Watkins: 
aa Oil & Supply Co. Ltd. vs. L. S. & M. S. Ry. Co. 
et al. 
March 26—Chicago, Ill—Examiner Berry: 
* ee oe of Trade of the City of Chicago vs. Pere M. R. R. 
©. et al. 


March 26—Boston, Mass.—Examiner Brown: 
i. & S$. 377—New England lumber rates. 
March 27—Rutland, Vt.—Examiner Brown: 
ree ee S. Nelson et al. vs. Granville Telephone ‘| 
et al. 

March 27—No. 5503, Thos. S. Nelson et al. vs. Granville Te! 
phone Co. et al., now assigned for hearing at 10 o’clo 
a, m., at U. S. Court room, Rutland, Vt., before Exami 
Brown, is postponed to date to be heréafter fixed. 

March 27—Washington, D.C.—Examiner Thurtell: 

* Fourth Section Application No. 9065, filed by the Yazoo & 
Mississippi Valley R. R. Co., through F. B. Bowes, its v 
president, asking authority to establish rates for the trans- 
portation of lumber from Vicksburg, Miss., to various des‘'- 
nations in the states of Michigan, Wisconsin, Minneso'4, 
North Dakota, South Dakota, Missouri and Iowa, which :re 
lower than the rates concurrently in effect on like trattic 
from, to and between intermediate stations. 

March 30—Syracuse, N. Y.—Examiner Brown: 

ay teas Iron Ore Co. vs. N. Y. C. & H. R. R. R. 
et al. 


March 30—New York City—Examiner Pattison: 
* 6334—New York Team Owners’ Assn. et al. vs. N. Y. © 
H. R. R. R. Co. et al. 


March 31—Chicago, Ill.—Examiner Settle: 
* een. Wodlfolk & Clore et al. vs. Fla. B. C. 
Oo. e } 
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education—if you can read and write intelligently—our Interstate Commerce Course 
will train you expertly to handle proficiently a big Traffic job—to merit and retain 
influence, respect, power and puts you in way to earn $35.00 to $200.00 weekly. | 
z Most Thorough Method Known | 
The La Salle method is simple, practical, logical—anybody can readily master it. | 
1 It is the work of some of the greatest Traffic Experts in America. It covers thor- | 
a oughly every feature of the profession you will ever need to know-it is different | 
and more complete than any other method of home-training in Interstate Commerce | 
'y. Co everknown. This is the largest home-study Extension University in the world— 


our graduates are real experts—they are trained todo the kind of work that com- Mathews Gravity Spiral Chute 
mands big positions. 


The passing of the truck and platform elevator marks the 


-* New, Uncrowded Occupation introduction of scientific and automatic handling appliances 


for securing maximum speed and economy in the handling 


’ - 
This is a new, uncrowded occupation—there’s room for you if you pre of package freight, in wood, paper or metal contaifers. 


pare at once. Let ustrain you now fora big future with power, dignity, respect and 





a big income, with almost unlimited opportunities. Don’t remain in a small job We put the first steel, ball-bearing Gravity Conveyors on 
a that thousands of men are constantly after—let us make you the master—the the American market. Now we have many perfected types 
big man—a successful leader among men. —one for almost every purpose. 
. Te Our patents cover the best-known and most successful 
o’cl FREE Wonderful Book mechanical ideas employed in conveyor construction, both i 
am Send the coupon below now and receive free copy of our much-talked-of gravity and power. : 
book ‘10 Years’ Promotion in One’’—learn more about the opportunities afforded Our devices are used almost exclusively by leading manu- f 
Traffic Experts with our training—learn about the big opportunities now open— facturers, wholesalers, jobbers and handlers of every known 
zoo & learn how easy it is for us to make you a traffic ——_ a eeu trained product. 
Sv ‘ men can secure the big positions now open—remember that,big employers are ; 
trans- seeking trained and competent office men. Send the coupon—no money. Every industry has its handling problem, involving a large ; 
= a - annual expense for wasted time,and labor. For nearly all ‘% 
destl- La Salle Extension University, Chicago, Ill. of such problems we have a mechanical solution. 
eww NE NE OR NS SK ON RE EE NR oe NS 
ich are Send for our catalog covering equipment for handling mis- 
“tra file fi Salle Extension University, Dept. 852° Chicago, Ill. eollaneste ceusinoditics. 
Send at once, without expense to me, FREE copy of your famous book, 1 a tad ‘brick converor and lume 
Years’ Promotion in One;”’ also book telling how I may, without interfering Special spiral catalog an Z Aare oe. SOT — 
, ber conveyor catalogs on request. 
R. ) | with my present position, prepare myself as Traffic Expert. 
eens Re inact iene et cniagnidaregeoonmrrstas j MATHEWS GRAVITY CARRIER CO. 
TORONTO, ONT. 
: Bp elaine tania gig Sa Pectts LONDON. ENG. Ellwood City, Pa. 
Branch Offices in an Leading Cities 
bc mm SS ae I a a : 
C. SE I A A RE ee : 
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March 31—Docket No. 5041, Crutchfield, Woolfolk & Clore et al. 
vs. Florida East Coast Ry. Co. et al. now assigned for 
hearing before Examiner Settle at Chicago, Ill., is continued 
until April 6, at Chicago, Ill, before Examiner Settle. 

Also assign for hearing before Examiner Settle, April 6, 
at Chicago, IL, lL. & S. Docket 369, refrigeration rates from 
New Orleans, La., and other points. 

April 1—Hearing at Chicago, IL: 

* 4906—In the matter of private cars. 


April 1—Buffalo, N. ¥.—Examiner Brown: 
6506—Mixed Car Dealers’ Assn. vs. D. L. & W. R. R. Co. et al 


April 1—Argument at Washington, D. C.: 

Fourth Section Application No, 2045 (Illinois Central R. R.), 
rates on sugar from New Orleans to Southeastern territory, 
including Ohio River crossings and points south thereof. 

5099—-People’s Fuel and Supply Co. vs. Grand Trunk Westera 
Ry. Co. et al. 

6299—Lucas E. Moore Stave Co. vs. Sou. Ry. Co. et al. 

6357—Imperial Elevator Co. vs. Gt. Nor. Ry. Co. 

6194—Holmes & Hallowell Co, vs. Gt. Nor. Ry. Co. et al. 

i, & S. 344—Coal rates from Oak Hills, Colo. 

April 1—St. Louis, Mo.—Examiner Gerry: 

* 1. & S. 184—Advances on hardwood and other kinds of lum- 
ber and articles manufactured therefrom. 

April 1—Hearing of Docket No. 6506, Mixed Car Dealers’ Assn. 
vs. D. L. & W. R. R. Co. et al, now assigned before Exam- 
iner Brown at Buffalo, N. Y., is postponed to a date to be 
hereafter fixed. 

April 2—Washington, D. C.—Examiner Disque: 

* 6331—Reynolds Corporation vs. N. & W. Ry. Co. et al. 


Aprii 2—Argument at Washington, D. C.: 
1. & S. 307—Class and commodity rates between New Orleans, 
La., and other points and Brownsville, Tex. 
5827—Central West Virginia Glass Mfrs. Assn. vs. B. & QO. 
R. R. et al. 
April 2, 3 4—Hearing at Washington, D. C.: 
Rate advance case. Lake and rail rates. 
April 3—Argument at Washington, D. C.: 
6278—Milwaukee Fruit and Produce Co. vs. Crosby Traspor- 
tation Co. et al. 
6248—Yarbrough & Bellinger Co. et al. vs. Sou. Ry. Co. 
4792—Plymouth Coal Co. vs. P. R. R. Co. et al. 
4806—Plymouth Coal. Co. vs. L. V. R. R. Co. 
5638—Plymouth Coal Co. vs. D. L. & W. R. R. Co. 

April 3—Oral argument of Docket No. 6248, Yarbrough & Bel- 
linger Co. et al. vs. Sou. Ry. Co., now assigned before the 
Commission at Washington, D. C., has been postponed to a 
date to be hereafter fixed. 


April 4—Argument at Washington, D. C.: 
4322—Larkin Co. vs. Erie & West Transportation Co. et al. 
6216—Page Milling Co. et al. vs. N. & W. Ry. Co. 
1. & S. 322—Molasses rates to Knoxville, Tenn. 
6096—Freight Bureau, Chamber of Commerce of Macon, Ga., 
vs. L. & N. R. R. Co. et al. 
6332—J. H. Wilkes & Co. vs. Ala. Gt. Sou. R. R. Co. et al. 
April 4—Oral argument of Docket No. 6096, Freight Bureau or 
Chamber of Commerce, Macon, Ga., vs. L. & N. R. R. Co. 
et al, now assigned before the Commissission at Washing- 
ton is cancelled. 


April 6—Pittsburgh, Pa.—Examiner Brown: 
6317—Pittsburgh & Southwestern Coal Co. et al. vs. Wabash 
Pittsburgh Terminal Ry. Co. et al 


April 6—Chicago, lll.—Examiner Settle: 

* 5041—Crutchfield, Woolfolk & Clore et al. vs. Florida East 
Coast Ry. Co, et al. 

* 1. & S. 369—Refrigeration rates from New Orleans, La., and 
other points. 


April 6—Oral argument at Washington, D. C., before the Com- 
mission: 
* 6224—Irvin Kibbe vs. Abilene & Sou. Ry. Co. et al. 


April 7—Lincoln, Neb.—Examiner Wood: 
* 6348—Nebraska State Ry. Commission vs. Great Northern Ry. 
Co. et al. 


April 8—Philadelphia, Pa.—Examiner Brown: 
6333—International Paper Co. et al. vs. D. & H. et al. 


April 8&—Argument at Washington, D. C.: 
6685—Traffic Bureau of Knoxville, Tenn., vs. C. N. O. & T. P. 
Ry. Co. et al. 
6264—-Dewey Bros. vs. B. & O. S. W. R. R. Co. et al. 
6368—Oliver Finne Co. vs. L. & N. R. R. Co. et al. 
6383—Orgill Bros. & Co. vs, Ill. Cent. R. R. Co. ° 


April 9—Argument at Washington, D. C.: 
5 ee ol and Manufacturers’ Assn. vs. C. R. R. of 
- J. et al. 
6054—Merchants’ and Manufacturers’ Assn. of Baltimore, Md., 
vs. B. & O. R. R. Co. et al. 
6128—Vulcan Coal and Mining Co. vs. Ill. Cent. R. R. Co. 


April 10—Philadelphia, Pa.—Examiner Brown: 
6114—Geo. M. Spiegle & Co. et al. vs. Sou. Ry. Co. 


April 10—Sioux Falls, S. D.—Examiner Wood: 
* oe Club of the City of Sioux Falls vs. Pullman 
‘o, et al. 


April 11—Philadelphia, Pa.—Examiner Brown: 
5917—G. B. Markle Co. et al. vs. L. V. R. R. Co. et al. 


April 11—Argument at Washington, D. C.: 
5571—-State Corporation Commission of New Mexico vs. A. T. 
& S. F. Ry. Co. et al. 
or. Commercial Club et al. vs. A. T. & S. F. Ry. 
0. eta 


April 13—New York City—Examiner Brown: 
New York Produce Exchange vs. N. Y. Cc. & H. R 
R. R. Co. et al, 
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April 14—Helena, Mont.—Examiner Wood: 

* 6483—Board of R. R. Commissioners of the State of Mon 
vs. Butte, Anaconda & Patific Ry. Co. 

* 6387—Board of R. R. Commissioners of the State of Mon' 
vs. A. T. & 8. F. Ry. Co. et al. 


April 15—Argument at Washington, D. C.: 
1. & §. 350—Switching at Galesburg, Ill. 
6269—-Stuarts Draft Milling Co. et al, vs. Sou. Ry. Co. 
een Fruit Growers’ Assn. et al. vs. B. & O. 
et al. 


April 14—Argument at Washington, D. C.: 
1. & S. 354—Dunnage allowances. 
1. & S. 359—Malt rates to Texas points. 
6223—Tanners’ Supply Co., Ltd., vs. L. & N. R. R. Co. 
6154—S. J. Greenbaum Co. vs. L. & N. R. R. Co. et al 
6155—S.. J. Greenbaum Co. vs. B. & O. R. R. Co. et al 
6156—S. J. Greenbaum Co. vs. Sou. Ry. Co. et al. 


April 16—Helena, Mont.—Examiner Wood: 
* 6151—Lindsay & Co., Ltd., et al. vs. Nor. Pac. Ry. Co. 
* 6172—Lindsay & Co., Ltd., et al. vs. Nor. Pac. Ry. Co. 
April 17—Argument at Washington, D. C.: 
5919——-Alpha Portland Cement Co. vs. B. & O. R. R. Co. 
§920—Alpha Portland Cement Co. vs. P. R. R. Co. 


April 18—Argument at Washington, D. C.: 
5831—-Pacific Fruit Exchange vs. Sou. Pac. Co. et al. 
5976—-Pacific Fruit Exchange vs. Sou. Pac. Co. et al. 
6217—California Fruit Growers’ Assn. et al. ys. Ala. G 
R. R. et al. - 
6374—Railroad Commission of the State of California vs. Ala 
G. S. R. R. Co. et al. 
April 18—Helena, Mont.—Examiner Wood: 
* 6549—L,. E. Osborn vs. Nor. Pac. Ry. Co. et al. 


April 20—Washington, D. C.—Commissioner Meyer: 
* 5370—In the matter of rates, practices, rules and regulations 
governing the transportation of iron ore. 


April 20—Washington, D. C.—Commissioner Meyer: 
* 5370—In the matter of rates, practices, rules and regulations 
governing the transportation of iron ore. 


April 27—Hearing at Washington, D. C.: 
Analysis of operating expenses with respect to freight and 
passenger service. 


APPLICATIONS UNDER PANAMA CANAL ACT—HEARINGS 
AT WASHINGTON, D. C., NEW WILLARD HOTEL. 


April 8and 9—6381—P. R. R. Co. (Erie & Western Trans. Co.) 

April 10 and 11—6616—Erie R. R. Co. (Mutual Trans. Co.). 

April 13 and 14—6615—Erie R. R. Co. (Erie R. R. Lake Lines) 

April 15 and 16—6570—New York Central & Hudson River R. R 
Co, (Mutual Trans. Co.). 

April 17 and 18—6573—-New York Central & Hudson River R. R 
Co, (Western Transit Co.). 


April 20 and 21—6631—-Lehigh Valley R. R. Co. (Mutual Trans. 
Co.). 

April 22 and 23-——-6504—-Lehigh Valley R. R.. Co. (Lehigh Valley 
Trans. Co.). 


April 27 and 28—6603—Rutland R. R. Co. (Rutland Trans. Co.). 


April 29 and 30—6624—-Grand Trunk Ry. Co. of Canada (Canada 
Atlantic Trans. Co.). 


DIGEST OF NEW COMPLAINTS 


No. 6493, Sub. 1. Security Vault and Metal Works et al., Port- 
land, Ore., vs. C. B. & Q. R. R. et al. 

Against a rate of 95c on C. L. shipments of corrugated 
sheet iron, Middletown, O., to Portland, as unjust, unrea 
onable and unduly discriminatory. Rate not to exceed 8c 
— for, and reparation. Teal, Minor & Wilfrey, Portland, 

re. 

No. 6540, Sub. 4. Dixon, John T., Lumber Co., Elizabethtow 
Tenn., vs. P. B. & W. R. R. Co. 

Claim for overcharges on shipment of chestnut lumb: 
Elizabethtown to Wilmington, Del. Freight Audit and A 
justment Co., Washington, D. C. 

No. 6691. Pere Marquette R. R., for authority to continue 
spompetians with the Marquette & Bessemer Dock & Navig: 
tion Co. 

No. 6694. Lee-Coit-Andreesen Hardware Co., Omaha, Neb., \ 
Crosby Transportation Co. et al. 

Unjust and unreasonable charges on shipment of knock: 
down refrigerators due to alleged misrouting. Reparation d 
manded. 

No. 6695. Collins, J. B., Eros, La.. vs. Tremont & Gulf et a! 

Against rate of 33c per 100 Ibs. on hickory wheel bille 
Chatham, La., to Holmesburg, Pa. Reparation demanded. 

No. 6696. Rawleigh, W. T., Medical Co. vs, C. & N. W. et al 

Unreasonable rates on C. L. shipments of spices from Sou 
Elgin, til, to Memphis; Tenn. Ask for the establishment 
carload rates and reparation. 

No. 6697. Biskie, Chas. M., vs. N. Y. N. H. & H. et al. 

Excessive charges on passenger fare by reason of pulli 
of more than actual mileage. Reparation of 94c asked for. 

No. 6688. Omaha Grain Exchange vs. Chicago & Alton et a! 

Demands through routes and reasonable joint rates on gra 
from Omaha and Council Bluffs to points in Missouri. D: 
mands reparation. 

No. 6698. Western Clock Co., La Salle, Ill, vs: C. B. & Q. et : 

Excessive charges on shipments of clocks and watches fr: 
La Salle to Pacific Coast terminal points. Reasonable rat 
asked for and reparation. 

~_ yy Goodwillie Bros., Chicago, Ill., vs. M. St. P, & 8S. 

. et al. 
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THE KRON COUNTER SCALE 


“*She’s a Beauty’ 































€ l . 
" Tells at a Glance — Correct Weight — Instantly 
Built upon the same simple principle as other well-known types of the 
et al Kron, there being 
€ il . . > . 7 
No Springs — No Pivots—No Knife-Edges in the Dial 
et al Mechanism. No Vibration — pointer stops ‘‘dead’’ 
at accurate weight. 
Designed for use in factory, mill, shop or store, railway and express 
i offices; in fact, for any business where quick and accurate weighing of 
Ala small quantities of material, packages, etc., is required. 
A big, clear readin ng ¢ dial, 
ations readable on both si 
ations Full capacity shown on dial. 
_ Weighs as fast as you can load 
and unload the scale. 
RINGS 


Capacities 75 lbs. to 200 Ibs. 
Platform 1314" x 19". 





> . Prices and further information 
af furnished upon request. 


P| svromnc-K RON SCALES -#n»cus 
Trans 


valley “Toad and Look’”’ 


Co.) 
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Represent the highest type of absolutely automatic weighing and are the 

most durable scales ever built, being entirely of metal and only the best 

TS materials, combined with expert workmanship, are used in their construc- 
tion. 

Port There is a type of Kron, either Dormant or Portable, to meet every 

requirement of any business where speed and accuracy are essential to 


igated 
r highest efficiency in weighing. 
tland, The Kron is the chosen scale of big express companies, railroads, 
tow packers and industrial plants, because it is accurate and quick under the 
mb hardest daily usage. 
iA 
By reason of its speed and accuracy it is saving many thousands of 
ue 
wig dollars yearly to the users. aa nee 
x oo for automatic de- § 
D., 1 Send for our Catalogue. See how to re > Ww ‘osts 
. g e o reduce weighing costs and to duction of tare, so i 
iock increase efficiency in your business. Write today. that only the net ; 
n weight is shown on ; 


the dial. 


a American Kron Scale Co. 
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Asking for reparation and for the establishment of reason- 
able rates on shipments of lumber from Manistique to Lock- 
port, Ill. 

No. 6701. Moss, J. T., Tie Co. vs. Sou. Ry. Co. 

Against a rate of 8c per tie on railroad ties, 
Ind., to Mt. Vernon, Illy, as unreasonable and excessive. 
for the local rate of 5c, and reparation. 

No. 6702, Bangor (Pa.) National Slate Co. vs. Lehigh Valley 
R. R. et al, 

Against a rate of 15c on shipments of roofing slate, East 
Bangor, Pa., to Valier, Pa. Ask for a rate of l3c and 
reparation. 

No. 6703. McClintick & Co., 
R. R. et al. 

Against the assessment of local rates on shipments of pota- 
toes from Indiana points to Tustin. The establishment of 
maxima through rates asked for, and reparation. 

No. 6704. Gregg, Geo. R., & Co., Ltd., Toronto, 
N. Y. C. et al. 

Against a rate of 57c on mixed carloads of merchandise, 
Weehawken to Toronto, as excessive, unjust and unreason- 
able. Ask for the establishment of second class rate of 39c 
and reparation. 

No. 6705. Brantley, A. P., Co., of Blackshear, Ga., vs. S. A. C. 
L. R. R. Co. 

Complainant alleges that withdrawal of rates for the trans- 
portation of sea island seed cotton from Florida points to 
Blackshear, Ga., is unreasonable and unduly prejudicial and 
prays that Commission order defendants to put in force rates 
formerly in effect and asks reparation in the sum of $10,000. 

No, 6706. Manson-Campbell Co., Detroit, Mich., vs. Grand 
Trunk Western R. R. Co. et al 

Complainant alleges unreasonable charges for the transporta- 
tion of shipments of fanning mills from Detroit, Mich., to 
Sacramento, Calif., and asks reparation in the sum of $125.88. 

No. 6707. New York Mercantile Exchange, New York, N. Y., 
vs. B. & O. R. R. Co, et al. 

Complainant alleges that rules formulated by defendants 
and effective June 16, 1913, governing inspection of eggs at 
New York and Brooklyn and Jersey City are unreasonable 
and prays that Commission order carrier to put in effect 
such rules and regulations governingwsuch shipments as the 
Commission may deem proper. 

No. 6708. Birkette Mills vs. N. Y. C. & H. R. R.-R. Co. et al. 

Complainant alleges that rate of 3lc per 100 pounds for the 
transportation of shipment of buckwheat flour, carload, from 
Pen Yan, N. Y.. to Waterloo, Ia., as unreasonable and unjust. 
and prays for more reasonable and just rates and reparation in 
the sum of $4.06. 

No, 6708. In re control of carriers by 
water. Application of the Central R. R. 
continued control over its steam vessels, 
floats, lighters, barges, etc. 

No. 6709. Application of the Ann Arbor R. R. Co. for contin- 
uance of control over its car ferries, operating from Frankfort 
to the ports of Manistique, Menominee, Kewaunee and Mani- 
towoc. 

No. 6561, Sub. 1. McCaull-Dinsmore 
vs. Missouri Pacific. 

Excessive charges on bulk corn due to alleged misrouting. 
Just and reasonable rate and reparation demanded. 
No. 6710. Bonner’s Ferry Lumber Co., Bonner’s Ferry, 

vs. Great Northern. 

Alleges undue and unreasonable 
and disadvantage in lumber rates 
and North Dakota points. Just 
rep%ration demanded. 

No. 6711. Foster Lumber Co., Kansas City, Mo., v. 
rado & Santa Fe et al. 

Alleges excessive demurrage charges on shipments of yel- 
low pine lumber from Kansas City to Oklahoma points. 
Reparation demanded. 

No, 6712. Public Utilities Commission of the State of Idaho vs. 
Oregon Short Line et al. 

Unjust and unreasonable rates on coal between the Wyom- 
ing coal fields and points in Idaho. Reasonable rates and 
reparation demanded. 

6713. Peter Schoéenfiofen Brewing Co., 
Marquette et al. 

Against a rate of 18c per 100 lbs. for transportation of beer 
Cc. L., Chigago, Ill, to Traverse City, Mich. Ask for a rate 
not to exceed 12c, and reparation. 

No, 6714. Krakauer, Zork & Moye’s Susc., 
vs. Pecos & Northern Texas Ry. Co. et al. 

Against a rate of $1.09 on corrugated iron culverts, Canton, 
O., to Lubbock, Tex., as unjust, unreasonable and excessive. 
Ask for a rate not to exceed 68e. and reparation. 

No. 6715. Interior Lumber Co., Dilworth, Minn., vs. 
Pacific et al. 

Unjust, unreasonable and unlawful rates and passenger 
fares, in that they exceed the intrastate rates. Demand cease 
and desist order, the establishment of maxima rates, passen- 
ger and freight, and reparation. 

iNo, 6715, Sub. No. 1. Alsop, F. C., & Co., Dilworth, Minn., vs. 

‘| Northern Pacific. 

i Same as above. 

No. 6716. Hull, C. W, Co., Omaha, Neb., vs. Atchison, Topeka 
& Santa Fe Ry. 

Against a rate of 32%c on cement, Independence, Kan., to 
Arnold, Neb., as unreasonable and excessive. Ask for a rate 

; of 25c and reparation. 

‘No. 6716, Sub. No. 1. 

** souri Pacific et al. 

i Same as above, with reference to shipments from Indepen- 

+: dence to Stapleton, Neb. 

INo. 6889. Board of Railroad Commissioners of North Dakota 
vs. Ahnapee & Western R. R. et al. 

Unjust.and unreasonable class and commodity rates between 
points in Minnesota, Wisconsin, Illinois, Missouri, Towa and 
Nebraska. Cease and desist order and the establishment of 
just and reasonable rates asked for. 
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No, 6890. Same vs. Alabama & Vicksburg Ry. et al. 

Unjust and unreasonable rates on fruits from Florida p 
to destinations in North Dakota. Reasonable rates aske 
and reparation. 

No. 6892. Sunderland Bros., Omaha, Neb., vs. Chicago & 
et al. 

Unreasonable and discriminatory charges on shipme: 
coal, Illinois mines to Omaha. Cease and desist order 
reparation demanded. 

No, 6893. Smith, L. D., 
Pacific et al. 

Against a charge of 72c on bananas, New Orleans to points 
in Texas, as unjust and illegal. -Cease and desist order de- 
manded and reparation down to the established rate of 5: 


PERSONAL 


JOSEPH W. FOLK. 
To write much about Joseph Wingate Folk, the new 
chief counsel for the Commission, with a view to adding 
to the stock of information the public already had about 


et al., Denton, Tex., vs. Tex: 


JOSEPH W. FOLK. 


him would be as superfluous as to gild refined gold, paint 
the lily or do any other of the numerous things that Shake 
speare enumerated as fine examples of the superfluous 
The most that can be done is to set down a few facts 
as reminders of what the busy Missourian has been doing 
since he was born at Brownsville, Tenn., Oct. 28, 1869 
He was graduated from Vanderbilt in 1890. 

Ten years later he was elected circuit attorney in St 
Louis, and that was the making of him. Prosecutions of 
bribe-givers and bribe-takers in that city gave him such 
renown throughout the state that the Democrats made him 
governor for the term following his incumbency in (the 
circuit attorneyship. That was at a time when the Repub- 
licans had acquired a habit of winning elections, even iD 
Missouri, so that his election, instead of being taken as 4 
mere incident, took on the character of an event. [is 
activities since retirement from the governorship hve 
been such that his friends put him forward as a candidate 
for the presidential nomination and merely to the end t \at 
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Directory of Attorneys 


Practicing before the Interstate Commerce Commission 


Charles Conradis 


Practices before the 


Interstate Commerce Commission 
418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bldg., Washington, D. C. 





John B. Daish 


Interstate Commerce cases only 
602-606 Hibbs Bldg., Washington, D. C. 





Walter E. Mc Cornack 


Formerly attorney for Interstate Commerce Com- 


mission; Counselor at Law 


Suite 956 First National Bank Bldg., 
Chicago, Ill. 





Cc. D. Chamberlin 


Attorney at Law, Commerce Counsel for the 
National Petroleum Association 
Rose Bldg., Cleveland, Ohio 


Richard J. Donovan 


Counselor at Law; Preparation of cases and trials 
of cases before the Interstate Commerce Commis- 
sion a specialty; Experts on railroad tariffs fur- 
nished; Correspondence invited. 


233 Broadway, New York. 


H. Earliton Hanes 


Attorney and Counselor at Law, 
418 and 419 Colorado Bldg., 
Washington, D. C. 











H. R. Small 


Practices before the Interstate Commerce 
: Commission 


1605-14 Pierce Blidg., St. Louis, Mo. 


Watson & 


Attorneys at Law. Specialists in Interstate Com- 
merce Cases. 


B. G. 


Commerce Expert. 


Pioneer Building. St. Paul, Minn. 


Hal H. Smith 


(Beaumont, Smith & Harris) 


Practices before Interstate Commerce Commission, 
1123-28 Ford Bldg., Detroit, Mich. 





Littleford, James, Ballard & Frost 


Francis B. James (Commerce Counsel and Attor- 
ney and Counselor at Law), in charge of Washing- 
ton office, where E. E. Williamson (Transportation 
Expert and Statistician) is associated. 

805-6-7-8 Westory Bldg., Washington, D. C. 
First National Bank Bldg., Cincinnatti, O. 










Jean Paul Muller 


Formerly with I. C. C. and Dept. of Justice as 
Expert Acct. and Spcl. Asst. U. S. Atty. Specialty: 
Financial and Operating Analyses, Cost of Service 
Tests and Comparisons in Interstate and Intrastate 
Rate Litigation. 

420-424 Woodward Bldg., Washington, D. C. 





Blackmar & Bundschu 


Attorneys and Counsellors 
Suite 904 Commerce Building, 
Kansas City, Mo. 


Special Attention to Rate Claims and 
Practice Before the Interstate Commerce Commission 





BORDERS, WALTER & BURCHMORE 


555-561 Rookery, CHICAGO 
Luther M. Walter 
Formerly Attorneys for Interstate Commerce Commission 
ALL MATTERS AFFECTING CARRIERS AND PUBLIC UTILITi '<:. 


M. W. Borders 


CORPORATION, INSURANCE 
AND ANTI-TRUST LAWS 


As a Friend of THE TRAFFIC WORLD, piease Mention the paper in writing te attorneys. 


John S. Burchmore 
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Missouri might present a solid front in the Baltimore con- 
vention he stepped aside in favor of Speaker Clark. 
William Jennings Bryan brought him into the Wilson 
administration as solicitor for the State Department, 
much to the surprise of those who know the relative unim- 
portance of that office. It was taken as a certainty that 
his prominence would be given greater recognition as soon 
as a way could be found, The chief counselship of the 
Interstate Commerce Commission is a conferring of honor 
nearly commensurate with his political 


on him more 


deserts. 

The position of lawyer for the Commission has always 
been one of the most important imaginable, although the 
salary received by P. J. Farrell was never a measure of 
the services performed by him. Mr. Folk’s appointment 
at $10,000 a year and the change of title is a measure of 
recognition of the importance of the work Mr. Farrell did 
and which Mr. Folk will continue to do. 

The chief counsel has never been known for anything 
done in cases arising under the act to regulate commerce, 
but as a lawyer he-has stood high at the bar, and he will 
soon be as deep in that work Was ever in any 
task before him, which means that he will be one of the 
most active of human beings. 


as he 


Mr. B. Robeson, who, until recently, was traffic man- 
ager of the American Asphaltum and Rubber Co., is one 
of the organizers of the Brunner-Robeson Co., general and 
consulting traffic managers, with an office in the Harvester 
Building, Chicago. 


Mr. C. B. Woodhul has been appointed general agent 
the San Antonio, Uvalde & Gulf Railroad Co., with head- 
quarters at Corpus Christi, Tex., and Mr. Geo. C. Worley 
has been appointed commercial agent, with headquarters 
at San Antonio. 


ORDERS OF THE COMMISSION 


The Commission, by order dated March 3, has dis- 
missed complaint, upon request of complainant, in Case 
No. 6335, Kansas City Team Owners’ Assn. et al. vs. 
C. Gt. West. R. R. Co. et al. 

Case 6457, Samuel E. Scattergood & Co. vs. C., M. 
& St. P. Ry. Co. et al., has been dismissed by Commission 
upon request of complainant. 

Case 5116, E. E. Mitchell Veneer & Lumber Co. vs. 
N., C. & St. L. Ry. Co. et al., has been dismissed by 
Commission upon complainant’s request. 

Case 6478, The Hale-Mylrea Lumber Co. vs. GC. & 
N. W. Ry. Co., has been dismissed by Commission upon 
complainant’s request. 

The Commission has ordered that the orders entered 
in Case No. 4069 and Sub-Nos. 1 to 4, Caddo River Lbr. 
Co. vs. Caddo & Choctaw Ry. Co. et al.: Calcasieu 
Long Leaf Lbr. Co. vs. La. & Pac. Ry. Co. et al., Lufkin 
Land & Lbr. Co. vs. St. L. S. W. of Tex et al., Hudson 
River Lbr. Co. vs. La. & Pac. Ry. Co. et al. and King- 
Ryder Lumber Co. vs. La. & Pac. Ry. Co. et al., under 
date of January 12, are set aside and annulled, and 
that these cases be reopened for further consideration on 
the record as now made. 

The Commission has ordered that schedules in R. C. 
Ffye’s Tariff, I. C. C. No. 10 (Western Classification), in- 
creasing classification ratings on licorice, which were 
suspended under date of Oct. 23 until Feb. 14, 1914, 
be hereby allowed to go into effect; a tariff has been 
filed with the Commission, to become effective March 
31, 1914, removing cause of complaint. 
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POSITIONS WANTED OR OPEN 


TRAFFIC MANAGER—Age 34, single, steady and 
reliable. Nine years in local freight office and freight 
claim department of Michigan “Central Ry., Detroit. 
Tour years in commercial traffic work. My experience 
rovers every detai] of commercial and railroad traffic 
work, viz: Rates, routing, claims, accounts, exporting, 
office system, correspondence and movement of carload 
and less-than-carload business. Policy: aggressive, yet 
courteous; every detail of traffic work started right 
and kept there. At present traffic mamager for a 
large mail-order furniture manufacturing concern. |} 
am seeking a larger field and would prefer a Detroit, 
Chicago or New York position. Address Traffic World, 


L. N. 217. 
LE SAE LE ES CS LT TEI 


POSITION WANTED—Capable and experienced traffic 
manager, age 32, at present in business for himself, wants 
position. Minimum salary, $1,800. Address M. D., 31, 
The Traffic World, Chicago, Il. 


EXPERT RATE AND CLAIM MAN, at present Au 
ditor and Claim Agent for small railroad and for some 
time past Traffic Manager for one of the largest 
dustrial shippers in the west, particularly desires to 
locate in central or prairie state. Want to connect 
with a well established concern. Will expect a good 
salary but guarantee results. Age 33, reliable reference 
Will require thirty to sixty days in which to get re 
lieved. B. M. C. 32, The Traffic World, Chicago, II! 


TRAFFIC MANAGER—An expert Traffic man, now em 
ployed in executive capacity, desires connection with large 
commercial or industrial concern, where exceptional abil- 


ity and experience are absolutely essential. On account 


of long acquaintance and association with traffic officials 
of the largest lines in the country, can furnish exacting 
N. D. 63, The Traffic World, Chicago. 


(ES Ne A TATA AE SNE AN TEN es eT LR RCN 
TRAFFIC MANAGER—With railroad, industrial or 
commercial company. Age 39, married, competent and 
reliable. Nineteen years railroad experience of whic 
fourteen years with the Louisville & Nashville. We! 
versed in Interstate Commerce regulations. At presen 
traffic manager and auditor of small steam railroa: 
having full charge of operations. My railroad expe! 
ence has made me capable of holding most any positio1 
in operating, traffic or accounting railroad departments 
My reason for making a change, is better schools fo 
my children. Address K. M. R. 99, The Traffic World 
Chicago, Il. 
LS A TAC ns a 
LAWYER—Seven years’ thorough railroad and co! 
poration experience in law department of large corpor: 
tion handling interstate commerce and state commissio! 
and tax work; thoroughly familiar with state statutes 
and with wide general office experience and unimpeach 
able record in manufacturing and other lines, seeks new 
connection in railroad or other corporation work, wher: 
high-class services of this nature are wanted. $3,500 to 
$4,000. W. A. 32, The Traffic World, Chicago, I. 


references. 
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EXPORT BUSINESS 


Most manufacturers are waking up to the fact that this is an important subject 
and are reaching out for such trade. A competent Forwarding Agent can be 
of material assistance to manufacturers. 
We quote rates of Freight and Marine Insurance to all places abroad and shall 
gladly answer inquiries respecting Consular Regulations, Customs Duty, etc. 


G. W. SHELDON & CO., Chicago, New York, London, Liverpool, Paris, Havre, Boulogne-Sur-Mer 
Directory of Transfer Agents, Freight Forwarders, Warehousemen, Custom House Brokers, etc.. 





Huguenot Express Co. 
NEW YORK, N. Y. 
624 West Thirty-sixth St. 


and distribution. 





Judson Freight Forwarding Co., Inc. 


443 Marquette Buliding. 
ST. LOUIS . 1501 Wright Building. 


Carload distribution to all railroads at Chicago and St. 
Leuis without teams; L. C. L. shipments of machinery 
forwarded at reduced rates to all principal Western and 


CHICAGO 


Pacific Coast points. 


Phone 839 Greeley. For- 
warders, truckmen for all lines; bulk shipments from out 
of town a specialty; up-to-date facilities for storage 








Buffalo Storage & Carting Co. 


BUFFALO, N. Y. 


350-356 Seneca St. “Unsurpassed facilities” for stor- 
ing, handling, transferring and forwarding goods. Tele- 
phone No. 633. 


Louisville Public Warehouse Co., Ine. 


LOUISVILLE, KY. 


Import and export freight contractors, tramsfer and 
reshipping agents, cusf6m house brokers. Bonded and 
free warehouses. 


Ashley Warehouse Co. 


ST. LOUIS, MO. 


Bonded and general storage. Drayage facilities. Cars 
promptly handled. Custom house entries attended te. 
Imsurance, 18c. Track connections. 


LEADING COMMERCIAL AND TRAFFIC ORGANIZATIONS 


The National Industrial Traffic League. 
Object—The object of this league is 
to interchange ideas concerning traffic 
matters. to co-operate with the Inter- 
state Commerce Commission, state rau- 
road commissions and transportation 
‘oniparies in promoting and securing 
better understanding by the public and 
the state and national governments of 
the needs of the traffic world; to secure 
proper legislation where deemed neces- 
sary, and the modification of present 
laws where considered harmful to the 
free interchange of commerce; with the 
view to advance fair dealing and to 
promote, conserve and protect the com- 
mercial and transportation interests, 


Headquarters, Tacoma Bldg., 5 North 
La Salle St., Chicago. 
Officers. 
HA, BF aa ated pet ncewease President 
Commissioner, Transportation Bureau of 
Commercial Club, Kansas City, Mo. 
J. RORY Vas ea bo vc ena ects Vice- President 
Commissioner, Freight and Traffic Di- 
vision Chamber of Commerce, Indian- 
apolis, Ind. 
Oscar F. Bell ........ Secretary-Treasurer 
T. M. Crane Co., 836 South Michigan 
Ave., Chicago, Il. 
David P. Chindblom...... Asst. Secretary 
5 North La Salle St., Chicago. 


National Implement and Vehicle Associa- 
tion. W. J. Evans, Freight Traf. Mer., 
American Trust Bldg., Chicago, Il. 


National League of Commission Merchants 
of the United States. J. J. Castellini, 
Pres., Cincinnati, O.; R. S. French, 
Business eee, 202-204 Franklin St., 
New York 


Northern Pine Manufacturers’ Associa- 
tion. H. S. Childs, Secy., Minneapolis. 


Sterling Manufacturers’ and Shippers’ 
Association. In charge of traffic in- 
dustries located at Sterling and Rock 
Falls, lll. W. P. Benson, President; H. 
H. Wood, Vice-President; W. J. Bur- 
leigh, Secretary-Treasurer; W. E. Long, 
Traffic Manager. 





The Memphis Freight Bureau. L. R. 
Donelson, Pres.; . G. Thomas, Vice- 
Pres.; James 8. Davant, Commissioner, 
Memphis, Tenn. 


TRAFFIC CLUBS 


Traffic Club of Kansas City. Joseph A. 
Tapee, Pres.; Alfred A. Wild, Secy. 
The Chicago Transportation Association. 
C. H. Schniglau, Pres.; H. E. MacNiven, 

Secy. 

The Traffic Club of New York. R. H 
Wallace, Pres.; C. A. Swope, Secy, 

Brooklyn Traffic Club (inc.). H. L. Wil- 
lard, Pres.; C. I. Darcy, Secy. 

The Spokane Transportation Club. Chas. 
W. Colby, Pres. 

The Traffic Club of Chicago. Guy S. 
McCabe, Pres.; W. H. Wharton, Secy. 

The Traffic Club of Dallas, Tex. J. L. 
West, Pres.; G. S. Maxwell, Secy. 


The Traffic Club of Philadeiphia. Harry 
Billings, Pres.; C. W. Summerfield, 
Secy. 

The Traffic Club of St. Louls. R. K. 
Pretty, Pres.; W. S. Crilly, re 

The Traffic Club of Pittsbu B.C. 
Sattley, Pres.; D. L. Wells, 

The Transportation Club of pestatnigelie. 
M. R. Maxwell, Pres.; L. E. Stone, 


Secy 

The S Frattic Club of New England, Boston. 
Sam W. Manning Pres.; C. A’ Ander- 
son, Secy. 
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The Transportation Club of Cincinnati 
Frank A. Healey, Pres.; J. H. Ander~ 
son, Secy. 

The Transportation Club of Loulsvilie. 
> L. Roederer, Pres.; 3. J. McBride, 
ecy. 

The Transportation Ciub of Toledo. BM 
D. Ryan, Pres.; J. 8. Marks, Secy. 

The Traffic Club of Newark. H. B. R. 
Potter, Pres.; J. J. Kautzmann, Secy. 

The Traffic Club of Seattle. me BR 
Pinneo, Pres.; P. B. Miller, 

The Transportation Club of Detroit, Mick 
er A. Jones, Pres.; W. R. Hurley, 
Secy. 

Teo Ciub of San Francisco. J. 
F. Burgin, Pres.; Theo. H. Jacobs, 


Sec 

The Rallroad Ciub of Kansas City, Me. 
Z N. Stroud, Pres.; Claude Manlove, 
ecy 

The Traffic and Transportation Ciub of 
Birmingham. A. W. Carey, Pres.; 
H, Knight, Secy. . 

The Traffic Club of Minneapolis. F. B&B 
Pool, Pres.; F B. Rowley, Secy. 

Salt Lake Transportation Club. J. 
Davis, Pres.; KR. E. wiland, Secy. 

Traffic Club of pittenunaie George A. 
Schoeder, Pres.; Carl Backus, Secy. 


P. Sherrick, Pres.; D. L. Rupert, Secy.- 
Bale, 
R M 
Field, 
Traffic Club of Cleveland. D. 
llier, Pres Secy. 
ne, Secy.-Treas. 


Transportation Club of Lima, 0. Lloyd 
Treas. 
Grand Rapids Traffic Club, Grand Rapida, 
Mich. Chas. Lilley, Pres.; James 
Trans ortation Club of Peorla. 
Pres.; A. S. Howells, Secy. _ 
¥F. Hurd, 
Pres.; W. V. Bishop, Secy. 
Traffic ‘Club of Erle, Pa. Edwin H. Bre- 
M. W. Eismann, 
Los Angeles ‘Prati Association, Los An- 
es, Cal. §. 8. Blair, Pres; C. B 
Traffic <iub of Jacksonville, Fia. A. W 
Fri‘ut, Pres.; Chas. A. Bland Secy. 


In writing to advertisers. 


THE TRAFFIC WORLD 


DO YOU 


WANT TO KNOW 
QUICKLY 


About the Filing of some Tariff? 
The Figures contained in some Report? 


The Rate on some Commodity between 
certain Cities? 


Details concerning some Supreme Court 
or Interstate Commerce Commis- 
sion Decision; some Unreported 
Opinion or Informal Reparation 


Order? 


LET US SERVE YOU 


Send Orders and Inquiries to 


SPECIAL SERVICE DEPARTMENT 
The Traffic Service Bureau 


Publishers of THE TRAFFIC WORLD 


508 Colorado Building, Washington, D. C. 


As a Friend of THE TRAFFIC WORLD, please Mention the paper in writing to advertisers. 
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